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Our Platform 


Keep the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Take politics out of rate-making. 

A special fee for the use of the highway by motor 
vehicle common carriers as a place of doing business. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the rail- 
roads as a whole the adequate revenue prescribed by the 
law and the Commission. 

Development of inland waterways for commerce 
only where a careful survey has demonstrated an ade- 
quate traffic demand, and then only for the purpose of 
permitting private operation of carriers thereon, who 
should pay for the privilege of using the waterways in 
order to recoup the taxpayers for the cost of develop- 
ment and maintenance. The differential between rail 
and inland waterway rates, if one is found to be justified, 
should be fixed on the basis of a scientific study of the 
comparative cost of rail and water transport. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 

If motor vehicles, intercoastal vessels, and inland 
waterway carriers are not to be regulated, then remove 
regulation from the rail carriers. In other words—equal- 
ize the burden of regulation in the interest of fair com- 
petition and the proper maintenance of rail transport. 





RED TAPE AND DELAY 


HILE the Commission is, perhaps, to be com- 

mended for speeding up its program, such as it is, 
in the fifteen per cent rate increase case, we see no neces- 
sity for the kind of program that has been adopted, 
involving the usual hearings at points all over the coun- 
try with the customary repetitions and irrelevancies. 
The case before the Commission is, as has been frequently 
pointed out, a revenue case and not, strictly speaking, a 
rate case. The questions involved are two—are the rail- 
roads really entitled to the additional revenue they are 
asking by means of rate increases, and, if so, is the way 
they suggest the best way to get it. The Commission can 
make up its mind after comparatively brief hearings in 
Washington as well as it can after long drawn out hear- 
ings from coast to coast. Its plan causes not only delay, 
but expense and annoyance for the government, the rail- 
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roads, and shippers and others interested. If we might 
be permitted to add a paragraph to the prayer book it 
would be this: The Lord deliver us from red tape and 
dilatoriness. 





TAXES—RAIL AND MOTOR 


EK do not propose to do it ourselves 





at least at 

this writing—but there is opportunity for some one 
with the proper turn of mind and the driving motive to 
prepare some valuable statistics on the subject of com- 
parative railroad and motor vehicle taxation. What 
we have seen are inadequate, unfair and, at best, the 
product of ignorance as to how to approach the matter. 

We have seen a good deal to the effect that the 
motor vehicles pay their share of taxes and really pay 
more than do the railroads. Perhaps they do and per- 
haps they do not; but, before any statements of this 
sort can be made with credit, it ought to be determined 
whether the things compared are really comparable. 

Railroad taxes are paid on property owned by the 
railroad corporations. That is all. They do not include 
taxes paid by outside manufacturers of locomotives, 
cars, and other equipment. They do not include money 
spent on construction and maintenance of roadway. That 
is perfectly simple and generally understood. 

Motor vehicle taxes, on the other hand, as usually 
compiled for publicity purposes, include not only the 
taxes on property owned by motor transport operators 
and used by them for transportation purposes, but taxes 
paid by manyfacturers of automobiles and automobile 
accessories. They are not at all comparable with rail- 
road taxes. They include also the gasoline tax and other 
fees paid for the upkeep of the highways over which the 
vehicles travel—while the railroads pay for their own 
roadways in quite another way, and it is not charged 
to taxes. 

We do not care what the figures show, but we wish 
someone would make them. There is, perhaps, nothing 
more needed in the discussion of the relationship between 
rail and motor transportation than an understanding 
that railroad taxes and what are generally spoken of as 
motor vehicle “taxes” are not at all the same thing, and 
that the motor transport business is to be differentiated 
from the motor vehicle business just as the railroad 
business is differentiated from the building of cars and 
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WHEN YOU SHIP BY WABASH -- 


NEXCELLED transportation to or through central- 

western points is implied in the simple notation 
“Via Wabash.” It specifies the highest degree of speed 
and safety across all parts of this great region -- between 
Omaha and Kansas City on the west to Buffalo, the 
most easterly of Wabash terminals. 


Wabash fast freight schedules are planned in perfect coor- 
dination with those of other lines, so that uninterrupted 
service is assured to cities on the Atlantic and Pacificcoasts. 
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locomotives and other railway equipment, where they 
are manufactured by others than the railroads them- 
selves. One is transportation business and the other is 
the business of manufacturing and selling a product. 
Manufacturers of and dealers in railway equipment are, 
of course, selfishly interested in the prosperity of the 
railroads. The more prosperous they are the more they 
will buy. The interest of manufacturers and dealers in 
motor vehicles in the motor transport business is exactly 
the same. 


LAND GRANTS AND WATERWAYS 


HOMAS F. WOODLOCK, former member of the 

Interstate Commerce Commission, now a contributor 
to The Wall Street Journal, in a recent issue of that 
paper, devotes his attention to the matter indicated by 
the heading of this editorial. He heads his article, “A 
Real Subsidy.” It is in answer to a correspondent at 
Davenport, Iowa, whose name is “in charity shrouded 
in the initials R. R. E.,” but whose letter Mr. Woodlock 
thus answers because the remarks made by his corre- 
spondent in support of the theory that Mr. Woodlock is 
“just plain crazy” are considered illuminating as to the 
state of some “public opinion” in the Mississippi Valley. 
The part of the letter to him quoted by Mr. Woodlock 
follows: 


No doubt there are any number of projects that are more 
or less visionary, but the nine-foot waterway in the Mississippi 
River is necessary, and the government is perfectly justified in 
getting behind this development. The financial assistance given 
the Ohio and Mississippi rivers does not amount to anything 
like the amount of assistance given by the government to the 
railroads in the early days in the way of land grants, etc., etc. 
It is generally understood that the eastern states, more especially 
New York, opposed the development of the waterways, but in 
spite of your opposition, this improvement is going to be com- 
pleted. Most of us out here hope for the time when we will be 
completely independent of eastern domination, and I believe 
that time is not very far off. It would be a great deal more 
becoming of a sheet like yours to support improvement of our 
inland waterways, more especially the Mississippi and Missouri 
rivers. Frankly, your sarcasm and your misleading statements 
do not make a hit in this country. I don’t suppose there are 
very many residents in this section who take the trouble to 
write you, but I can safely say the sentiment of the majority of 
the citizenship is expressed in this letter. We resent your 
interfence in this section. 


Then Mr. Woodlock proceeds to tell the facts—facts 
that have often been told by ourselves and others, but 
that need repeating in all possible connections to offset 
the “propaganda” of which Mr. Woodlock speaks. He 
says: 


Up to the end of 1929, the government had expended upon 
the Mississippi-Ohio waterways, including original cost, mainte- 
nance and operation, excluding all expenditures for other than 
navigation purposes, a total sum of approximately $469,000,000, 
and this by the end of 1930 had been increased to at least 
$500,000,000. In addition, it had expended for navigation pur- 
poses $119,000,000 on other inland and intracoastal waterways. 
No expenditures by individual states are included in these 
totals; New York alone had sunk in its barge canal system at 
the end of 1929 some $346,000,000. 

As against these expenditures, the total land grants to 
railroads amounted to 155,504,000 acres, either directly by the 
United States government or by the states, and up to June 30, 
1930, there actually had been patented 132,173,225 acres. The 
bulk of these grants was made prior to 1870. The average value 
of these lands for the 20 years, 1850-70, was 94 cents per acre. 
Let us double this and for good measure call them worth $2 
per acre—say $260,000,000. This figure surely does not err by 
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understatement. Our correspondent will please observe that 
this is only about one-half the sum spent on the Mississippi-Ohio 
rivers alone, for navigation purposes. 

But that is merely the opening of the story. In the first 
place, the railroads never realized $2 per acre for their lands. 
They sold them as rapidly as they could to attract settlers, 
and they now hold only a small balance of their original grants. 
In the second place, they have since 1876 transported mail for 
80 per cent of the rate paid to other railroads which received 
no grant—a saving of about $2,000,000 per annum to the United 
States. In the third place, they transport government pas- 
sengers and property at one-half commercial rates, and it is 
worth noting that other railroads for competitive reasons take 
government business at the same reduction. The saving from 
this and from mail transportation is not less than $5,000,000 in 
a normal year and the saving is perpetual. 

In the circumstances, it is reasonably certain that the rail- 
roads already have paid for their grants and yet must continue 
to pay perpetually. In the fourth place, of the money grants to 
the Pacific roads which totalled, principal and interest, about 
$181,000,000, there was repaid to the government $169,000,000. 
Only the kansas Pacific, the Sioux City and Pacific, and the 
Central ‘Branch Union Pacific failed to pay in full. Less than 
$12,000,000 cash represents the “subsidy” thus granted to rail- 
roads. 

Our correspondent’s “state of mind” on this point is the 
direct consequence of the “propaganda” ceaselessly distributed 
by government officials throughout the country, and it is hardly 
too much to say of it that it is little short of a scandal. It is 
hopeless to expect the truth to gain recognition when the air 
is full of this sort of thing with the government stamp upon 
it. Nothing quite like it has been seen in a very long time, nor 
can it even offer the poor excuse of “partisan’’ advantage. 

Apart from this, our correspondent’s remarks are a good 
example of the “Gim-me” school of thought which, unfor 
tunately, is all too numerous in this country when it is a ques- 
tion of public monies. It is interesting to note, moreover, 
that he is a resident of a state which has for a generation 
enjoyed exceptionally low railroad rates—yet its appetite is all 
the keener for yet more favors of the sort. Can it be that 
the state’s principal industry has influenced the thinking of 
some of its citizens in these matters? 


THE RAIL PETITION 


(By Thomas F. Woedlock, in The Wall Street Journal) 


It is desirable that the problem before the Interstate Com- 
merce Commission in the 15% case” (Ex Parte 103) should 
be clearly understood; otherwise we shall go from bad to worse 
in our handling of our railroad system. 

The one fundamental fact is that owing to a number of 
causes our railroads find themselves in a position where, save 
for a very few instances, they are unable to raise new capital 
by sale of obligations other than equipment trust certificates. 
Apart from these there is little or no market for bonds other 
than “prior lien” varieties and few railroads can offer this type. 

The “bond list” is all the evidence that anyone needs in 
proof of this. The current year will see many obligations of 
even the “aristocrats” removed from the “legal” list for defect 
of earnings margin. In short, railroad earnings are at present 
obviously insufficient to “maintain an adequate system of trans- 
portation.” How to remedy that insufficiency is the problem 
before the Commission. 

The railroads propose to remedy it by increasing all freight 
rates 15%. Yet for months past they have been before the 
Commission requesting permission to lower freight rates on 
various commodities to meet highway competition, and have 
frequently pointed out to the Commission —as, for instance, in 
the Eastern Class Rate case—that they cannot take advantage 
of increases granted on certain classes of freight, as any 
attempt to do so will probably divert traffic to highways. 

In face of these facts when requested by the Commission to 
specify the traffic upon which they expected to collect higher 
rates, they have replied that they expect to attempt collection 
of higher rates upon all traffic, in the belief that by so doing 
they will obtain more revenue than by selection. The presump- 
tion is that as fast as they find traffic diverted by higher rates 
they will take the necessary steps to remove the iucrease in 
rates on that traffic. They admit that they do not know in 
advance what the net result will be until they try, and they 
propose to try if the Commission will permit. 

There is a certain superficial inconsistency, but also a 
certain eleinental logic in this position, starting with the obvious 
certainty that much traffic will move at the increased rates 
simply because it has to move and can move only by rail, and 
that the result will be at least some increase in revenue. This 
logic cannot be upset by pointing out the inconsistency of rail- 
road policy in cutting rates to meet highway competition and 
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at the same time asking permission to raise the very rates 
which have been cut, for this process will have to be continued. 

Reconciliation of this seeming inconsistency is found in the 
argument that by a “drag-net” increase to begin with and a 
simultaneous correction of individual rates as it is found that 
they divert traffic, more revenue will be harvested than could 
be harvested in any other way. That is the railroad case; that 
is what their application means. 

Naturally enough a proposal of this sort at this time and 
in present conditions affecting all business is subject to the 
easiest kind of criticism and attach—easiest, that is, because 
plausible. It requires little ingenuity to convict the railroad 
executives of plentiful inconsistency in speech and action, but 
when conviction has been established on this count—then what? 
A nationwide roar of protest from shippers fills the air asking 
how in present conditions of business can the country stand an 
addition of some hundreds of millions to its freight bills—how 
indeed? 

Yet the stubborn fact remains that railroad revenues are 
what they are, and the Commission has to decide whether the 
terms of the law require it to deal with those revenues by means 
of freight rates, which is the only way in which it can treat the 
matter. It must ask itself whether the law requires it (under 
15A [2]) to act and whether its action will produce the result 
desired. 

Every freight rate is a product of two factors—‘‘cost of 
service” and “worth or service;” these factors fix the limits 
within which a rate is “reasonable.” A rate is unreasonably 
high when the traffic will not move at the rate; it is unreason- 
ably low when it will not return the cost of movement. 

When in individual rate is in question, “worth of service” 
has the principal part in the play; ‘“‘cost of service” has little 
to say. When a general rate structure is in question (as at 
present), “cost of service” has the stage, and the measure of 
reasonableness in the structure as a whole is determined by the 
sufficiency or insufficiency of the net revenue that it produces; 
“worth of service” stands in the wings and can contribute little 
to the play. All that it is entitled to demand is that whatever 
changes are found necessary in the level of the structure shall 
not injure it in its relations—that is, shall not create new 
situations of discrimination or prejudice. 

In a case like the present, the rate structure is presumably 
reasonable internally—that is, its various rates are properly 
related to each other; the question is as to its level as a whole. 
It is to that question that the protesting shippers must address 
themselves if what they have to say is to have relevance to 
the matter in hand. 

The fundamental defect in the law lies in its concept of 
“fair return” and recapture; paragraphs (2) and (5) of Section 
15A are mutually incompatible. Under paragraph (2) the im- 
plication is that the railroads should have an average fair 
return taking good years with bad; paragraph (5) contemplates 
a maximum “fair return” in good years. And the fact is that 
in no year since the Transportation Act has the “fair return” 
been fully realized. Hence the railroads are caught in the 
present depression with no fat on their bones and with their 
credit hamstrung. And the Commission is faced with a supreme 
test of “regulation” upon the result of which depend the most 
serious consequences—for everybody, including the Commission. 


RAIL REPARATION 


Referring to developments in No. 24120, Walter Young vs. 
C. R. R. of N. J. et al., in which Mr. Young attacked rates on 
anthracite to New England, Thomas F. Woodlock, in the Wall 
Street Journal, says that they serve to illustrate “the abuse to 
which the transportation act and the Interstate Commerce Com- 
mission are at times subjected in connection with the matter of 
claims for ‘reparation.’” Mr. Woodlock refrained from identify- 
ing the case because it was pending before the Commission. 


The developments, set forth in recent issues of The Traffic 
World, the last having been in the issue of July 11, p. 70, under 
the heading, “Interest of Complainant,” had to do with allega- 
tions of the carriers that, among other things, Mr. Young had 
no personal interest in the coal traffic and that he solicited 
intervention in the case of persons who would have an interest 
in the rates. The Commission permitted the case to be set for 
hearing at Boston, Mass., June 30, but Mr. Young did not show 
up, and a motion to dismiss the case was made. (See Traffic 
—— July 11, p. 70.) In discussing the case, Mr. Woodlock 
said: 


While this complaint is not in any degree “typical” of complaints 
against rates filed with the Commission, it is far from being a purely 
exceptional instance, or an instance of recent development. As far 





back as 1916 the Commission in its annual report touched on the mat- 
ter, and last October it again referred to it, quoting what it had said 
in 1916, as follows: 
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“During somewhat recent years numberous agencies have been 
established in different parts of the country whose principal or sole 
business is to secure from shippers or consignees their paid freight 
bills and power of attorney to bring complaints in the name of the 
one from whom such bills are secured. Usually an agreement is 
entered into that whatever reparation is recovered will be divided on 
a percentage basis, but in some instances expense bills are purchased 
outright for insignificant sums. Wherever it is thought that there is 
any prospect of securing an award of reparation, complaint is brought 
before the Commission, which necessitates hearing, decision, and 
preparation and printing of a report. The number of such cases is 
very large, and it is undoubtedly true that if it were not for the hope 
of securing reparation a majority of the complaints filed would not be 
presented.”’ 

It said, further, that ‘“‘The practices to which we there referred 
have not diminished but have greatly increased. These and many other 
questionable practices are often resorted to.’’ And in the same report 
(for 1930) it pointed out that claims for ‘‘reparation’’ had accounted 
for 69 per cent of the rate cases decided by the Commission since 
passage of the transportation act, these rate cases averaging over 
900 per annum. 

If this sort of thing went on in the courts we should soon have 
public outcry for reform. That the relentless pressure of the Com- 
mission’s docket upon the time and energy of commissioners and their 
staff is such as to leave them with wholly insufficient time or energy 
for consideration of major problems of regulation, obvious as it is, 
seems to be received with indifference by everyone, including Con- 
gress. With less than 300 days available in the year, the members 
of the Commission are obliged to spend 100 days on the average— 
either all day or part of the day—‘‘on the bench’’ listening to “‘argu- 
ments’’ on these cases. Of the remainder (less than 200 days) 40 are 
devoted to “regular’? monthly conferences and it is safe to reckon 
at least half as many more for ‘‘special conferences,’’ so that a good 
deal less than half the time remains for ‘“‘office work,’ including study 
of the rate cases. A mere statement of these facts is enough to 
demonstrate the absurd impossibility of the Commission’s task under 
present conditions. R 

In plain English, the “reparation industry’? has become an intoler- 
able abuse so far as the Commission is concerned. It is not that it 
produces a very large drain upon railroad treasuries, for the entire 
amount of awards, formal and informal, averages something under 
$4,000,000 per annum. It is, first, that it is literally strangling the 
Commission’s usefulness, and second, that it is tantamount to the 
systematic practice of ‘“‘champerty’”’ upon what the Commission itself 
says is a growing scale. It is hopeless to rely upon Congress for 
relief. Why does not the Commission itself tighten its practice to 
conform more closely to that of the Courts? It can do plenty in this 
way to lighten its own load without denying justice to anyone. 


PROFITING BY RAIL LOSSES 


(Barrons) 








“We are sitting pretty,” says Major-General Ashburn to a 
correspondent of the Detroit Times. “The depression may be 
hitting rail revenues, but it is doing us good.” “Us” is the 
Inland Waterways Corporation, owned by the United States 
government, operating tugs and barges on the Mississippi and 
Warrior rivers. “The keener competition in business at last 
is directing the attention of business men to the savings pos- 
sible by inland-water transportation, and we are getting the ben- 
efits.” The general stated that while for the first five months 
of 1930 the corporation lost $13,000 in operating, the correspond- 
ing period of 1931 showed a net operating profit of $97,000. The 
correspondent said that the general “feels the government barge 
line, which was created for the purpose of demonstrating the 
possibilities inherent in the moribund jnland-water transportation 
of this country, is at last beginning to show some progress in 
that direction.” 

“Sitting pretty’ the general certainly is; there can be no 
doubt at all about that. He has at his disposal over $20,000,000 
of the people’s property and cash on which he has to pay and 
does.pay not a stiver of interest, and he contributes little or 
nothing to the tax revenues. So far as port-to-port business is 
concerned, he is free to make any rate he likes, and he can 
compel the railroads to establish joint rail-water rates over all 
routes that the Interstate Commerce Commission finds reason- 
able. One of the things he complains about is that the railroads 
won’t give him joint rates on other routes. And so long as he 
can keep “out of the red” he feels that he is making a “suc- 
cessful” business. 

From his point of view he may be “sitting pretty,’ but 
from any other point of the compass “pretty” is not a suitable 
adjective for the spectacle. The United States government in 
times like these, spending the people’s money to divert freight 
from the hard-pressed railroads, and not earning interest on 
the people’s money thus employed is not a comely thing. When 
to this is added an official of the United States government 
stumping the country, endeavoring to arouse hostility to the 
railroads by repetition of misleading half-truths concerning the 
land grants and the “Pullman surcharge subsidy,” the case be- 
comes a trifle noisome. 

Strange, indeed, is it that this should occur under the ad- 
ministration of President Hoover, who has spoken so often and 
so frankly upon the necessity of “keeping government out of 
business!” Especially when that business is not, by any rea- 
sonable accounting, paying its way for the people whose money 
is being used in the enterprise. 

“Sitting pretty?”—Well, hardly! 
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Current Topics in 
Washington 





His colleagues and their rules have 
put Commissioner Lee in charge of the 
lake cargo coal case. Handing a thing 
like that over to an Idaho man, in the 
eyes of most men, probably would be 
considered a wise move. But the Com- 
mission does not hand things over. It runs a lottery in the 
matter of assigning cases on the general docket. 

The record in the lake cargo case, unfortunately, perhaps, 
does not go back of the time when it was supposed to have 
been created by the complaint in the Boileau case. 

So many things have their roots in prehistoric times that, 
perhaps, the Boileau case was not really the beginning of 
that controversy. Possibly the Indians had a similar trouble 
about the traffic in arrow and spear heads. Mayhap the mound 
builders had their troubles of that general sort also. 

The rule of judicial notice is a convenient one. However, 
it might be suggested that, if Commissioner Lee invoked it 
as warrant for bringing in anything he might find in the writ- 
ings about the Indians or the mound builders, there would 
be an uproar. It would be all right, it might be suspected, 
for him to take judicial notice of the fact that the English 
maiden of the fourteenth century who called her squire a 
shrimp was calling him, in good English, a weakling. The 
rule might warrant his taking note of the fact that a minor 
poet of about that same century used up a couple of lines in 
his production to tell the waiting world that the sun “incomen 
my window and halsed me,’ meaning thereby that the sun 
necked him, “necked” being the literal translation of the Saxon 
word for neck or throat, as some, if not all, dictionaries of 
twenty-five or thirty years ago pointed out, even if some of 
the latest may not now show “halse” as a verb in common use. 


There is no end of the things Commissioner Lee might do 
if he could invoke the rule of judicial notice and were inclined 
to go into the question of the transportation troubles the 
earlier occupants of the lake cargo coal territory had in their 
days and generations. But, perhaps, the parties thereto would 
guess (also fourteenth century English of good repute, though 
now frowned on by grammarian hounded teachers) he was 
putting too much stress into the judicial notice rule. 


A Grand Opportunity 
for Commissioner 


Lee—Perhaps 


No men, it is believed, can be in a 
more uncomfortable corner now than the 
railroad traffic men. They are certainly 
running a gauntlet. The highest execu- 
tives and finance men think a 15 per cent 
advance in rates would cause the sun to 
shine on the carriers, though not in the sense that it has been 
shining on them in Washington ever since the beginning of the 
hearing in the 15 per cent case. The sense in which the poet 
used the phrase is meant. 

Notwithstandinng the view of the financiers and executives, 
the traffic men every day are constrained to ask the Commis- 
sion for permission to reduce rates on this, that, and the other 
thing—automobile tires, for instance. Price cuts are the things 
they can think of quickly to combat the trucks. The latter 
bid for the traffic that pays well. They scorn the things that 
do not pay well. 

But conflict between the views of the money men and high 
executives, on one side, and the traffic men, on the other, are 
not the only troubles the traffic men have. Seeming conflict 
between branches of the government also cause affliction. Take 
the matter of sugar transit. The Commission, in more than 
one case, has told the railroads to quit wasting their substance 
in riotous grants of transit privileges. Now that they have filed 
tariffs purporting to stiffen up the rules relating to the transit 
privilege on sugar, they are met with the charge (elsewhere in 
this issue) that what they have proposed is part of the device 
whereby some of the people in the sugar business are accused 
of trying to monopolize the sugar trade. They have had thrown 
at their heads allegations made in an anti-trust suit filed against 
the Sugar Institute as reasons for the suspension of Boyd tariffs. 

It is generally agreed that transit on many commodities is 
good for brokers and jobbers, but of doubtful benefit, if it is not 
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restricted, for the manufacturers and producers. The other 
side of the controversial picture, however, shows that benefit 
being conferred on brokers and jobbers at the expense of the 
railroads directly and on the manufacturers indirectly and ulti- 
mately. The thought is that, sooner or later, unless the rail- 
roads make the transit charges high enough to be fully com- 
pensatory, the rates must be increased. Of course, the manu- 
facturers do not pay all the charges of the carriers, but com- 
petition forces them to bear an indefinite percentage of all rates. 
Therefore, it is argued, if the charges for transit are not fully 
compensatory, the manufacturers are forced to bear part of the 
cost of the transit service. However, it is a subject on which 
the two sides have debated and probably will fight about for 
many years, notwithstanding the position in favor of restric- 
tions taken by the Commission. 





Thirty-odd years ago, Sir Wil- 
liam Crookes croaked that, in 1931, 
there would not be wheat enough to 
go around among those who desired 
Have Caused it. Now Kansans are storing wheat 

on the ground and doubt whether 
they will pick it up again, there is so much that the market 
does not need. 

Sir William, of course, had in mind only the sort of wheat 
with which wheat growers were then familiar. He meant that 
there would not be enough wheat to go around if conditions 
were not changed. 

But the experimenters with seeds busied themselves. They 
found wheat that would grow with the minimum of moisture and 
wheat that would mature in the short spring and hot summer 
of climate in which the sort of wheat Sir William knew about 
would not mature. He knew about winter wheat. 

And now we not only have hundreds of millions of bushels 
in storage in elevators, but other millions of bushels lying on 
the ground without much, if any, prospect of being sent to 
market. The experimental work of the Department of Agri- 
culture and the combine harvesters have done the farmer injury 
that cannot be measured. The old-fashioned farmer, when he 
heard of the combined reaper and thresher, worked all the 
harder to keep himself alive by growing wheat in competition 
with the drought resisting and spring varieties of seed and the 
machinery that makes only one job of cutting and threshing. 

The American Indian is said to have developed maize from 
a grain-bearing grass that once was not unlike a head of wheat. 
He may have had farm problems, but they did not grow out 
of the conjunction of a Department of Agriculture finding new 
varieties of seed wheat, propaganda to increase production and 
a machine to bring revolution to the grain fields of the west. 
His maize developed by empiricism and not from intensive study 
by scientists who were not supposed to and did not think of the 
economic effect of what they and machinery builders were doing. 


Take Thought on 
the Troubles Scientists 





Those who take note of numbers called atten- 


Unlucky tion to the fact that, on the afternoon the Com- 
Thirteen mission listened to arguments on the motion of 
the savings banks and insurance companies to 
for Whom? make Ex Parte No. 103 a continuous effort, thir- 
teen men sat on the bench, six federal and seven 
state men. Immediately the query arose as to on whom the 


ill luck would fall—those favoring or those opposing the increase 
in rates. 

By calling in three other commissioners the members of 
division 7 in charge of No. 103 avoided the possibility of having 
the decision made by it formally appealed to the Commission 
as a body. Six members constitute a majority of the federal 
body. Of course, if it appeared that four voted one way and 
two another, it would be all right to ask for a reopening of the 
matter. It was suspected, however, that, if such a division of 
four to two appeared in the voting, other members of the Com- 
mission would be asked to cast their votes on the subject so as 
finally to dispose of it. Ten commissioners were in Washington 
at the time of the arguments. Commissioner Aitchison was in 
Scotland in accordance with plans made by him before the 
advanced rate case came up. His plans were changed by reason 
of it so as to provide for his return in time to listen, if he 
desired, to the cross-examination of witnesses for the proposi- 
tion and the testimony in opposition thereto. 

Every commissioner each day receives the stenographic 
report of the proceedings of the preceding day. In addition, he 
receives a synopsis made by the examiners who sit at the hear- 
ings. Other work is being carried on while division 7 devotes 
its time primarily to the 15 per cent proposition. Other divi- 
sions listened to arguments in their cases while the advanced 
rate proposition was on hearing. In other words, while the 
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15 per cent advance was the big thing before the Commission, 
other work was not completely laid aside. 


A thought among many who have followed 
the increased rate case in considerable detail 
is that members of Congress, both senators 
and representatives, may now cease and desist 
from their efforts to influence the Commission 
in that case. Each side has shot arrows in 
the direction of the regulating body. For a Beck the cor- 
respondence file shows a Brookhart (see Traffic World, June 27, 
p. 1543), though the Beck effort did not get put into the cor- 
respondence file. Senator Capper, answering Representative 
Beck, need not be overlooked by those making an appraisal of 
the seemliness of the conduct of members of Congress. 

All might take note, it was suggested, of Chairman Brain- 
erd’s assurance to Senator Capper that the Commission would 
continue to render its decisions on the record “undisturbed by 
all the winds that blow.” It might be suggested that all the 
congressmen think earnestly on the meaning of the words, “all 
the winds that blow,” in connection with what they have written 
concerning or to the Commission, which is charged with the 
duty of making decisions, just to the railroads, just to the ship- 
pers, and just to the public generally.—A. E. H. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended July 11 totaled 
763,581 cars, according to the car service division of the Amer- 
ican Railway Association. 

This was an increase of 95,702 cars above the preceding 
week when freight traffic was reduced owing to the observance 
of Fourth of July. It was a decrease of 152,404 cars below the 
corresponding week last year and a reduction of 302,833 cars 
under the same week two years ago. 

Revenue freight loading by districts the week ended July 11 
and for the corresponding period of 1930 was reported as follows: 


Wastern district: Grain and grain products, 6,247 and 7,080; live 
stock, 1,773 and 2,167; coal, 25,978 and 35,624; coke, 997 and 1,658; 


Brow Beaters 
Might Now 
Take a Rest 


forest products, 2,397 and 3,250; ore, 3,413 and 6,170; merchandise, 
L. C. L., 59,300 and 62,658; miscellaneous, 65,957 and 83,331; total, 
1931, 166,062; 1930, 201,938; 1929, 238,614. 

Allegheny district: Grain and grain products, 2,826 and 4,181; 


live stock, 1,305 and 1,723; coal, 27,662 and 32,933; coke, 2,458 and 
4,752; forest products, 1,370 and 2,654; ore, 6,817 and 12,499; mer- 
chandise, L. C. L., 44,065 and 46,144; miscellaneous, 58,129 and 82,815; 
total, 1931, 144,632; 1930, 187,701; 1929, 220,375. 

Pocahontas district: Grain and grain products, 199 and 455; live 
stock, 159 and 266; coal, 32,399 and 36,290; coke, 248 and 253; forest 
products, 747 and 1,399; ore, 183 and 623; merchandise, L. C. L., 
5,973 and 6,455; miscellaneous, 5,913 and 7,189 total, 1931, 45,821; 1930, 
52,930; 1929, 60,575. 

Southern district: Grain and grain products, 3,283 and 4,013; live 
stock, 1,038 and 1,604; coal, 13,497 and 16,555; coke, 394 and 409; 
forest products, 8,682 and 12,833; ore, 617 and 925; merchandise, L. 
C. L., 34,882 and 36,715; miscellaneous, 40,774 and 446,083; total, 1931, 
103,167; 1930, 119,137; 1929, 138,925. 

Northwestern district: Grain and grain products, 6,668 and 7,605; 
live stock, 6,367 and 7,138; coal, 3,282 and 4,676; coke, 792 and 1,453; 
forest products, 5,383 and 7,880; ore, 22,879 and 43,132; merchandise, 
L. C. L., 27,495 and 30,833; miscellaneous, 33,311 and 40,560; total, 
1931, 106,177; 1930, 143,277; 1929, 169,254. 

Central Western district: Grain and grain products, 30,341 and 
24,857; live stock, 6,152 and 7,647; coal, 4,608 and 6,116; coke, 131 and 
160; forest products, 4,412 and 6,002; ore, 1,974 and 2,683; merchandise, 
L. C. La, 29,144 and 32,292; miscellaneous, 50,628 and 57,116; total, 
1931, 127,390; 1930, 136,873; 1929, 157,521. 

Southwestern district: Grain and grain products, 10,557 and 9,124; 
live stock, 1,353 and 1,934; coal, 2,701 and 3,030; coke, 65 and 100; 
forest products, 3,179 and 5,657; ore, 405 and 543; merchandise, L. 
C. L., 14,994 and 15,200; miscellaneous, 37,078 and 38,541; total, 1931, 
70,332; 1930, 74,129; 1929, 81,150. 

Total, all roads: Grain and grain products, 60,121 and _ 57,315; 
live stock, 18,147 and 22,479; coal, 110,127 and 135,224; coke, 5,085 and 
8,785; forest products, 26,170 and 39,675; ore, 36,288 and 66,575; mer- 
chandise, L. C. L., 215,853 and 230,297; miscellaneous, 291,790 and 
355,635; total, 1931, 763,581; 1930, 915,985; 1929, 1,066,414. 


Loading of revenue freight in 1931 compared with the two 
previous years follows: 








1931 1930 1929 

Five weeks in January........... 3,490,542 4,246,552 4,518,609 
Four weeks in February......... 2,835,680 3,506,899 3,797,183 
Four weeks in March............+ 2,939,817 3,515,733 3,837,736 
Four weeks in April.....ccccccces 2,985,719 3,618,960 3,989,142 
BPEVG WOGES i MAY soc cccacocsese 3,736,477 4,593,449 5,182,402 
Four weeks in June............0.. 2,991,749 3,718,983 4,291,881 
OE Oe ME Bi As sacckcccegeene 667,879 792,053 911,143 
WGK OF FUIF Phi. ccscsecccesweces 763,581 915,985 1,066,414 

| rrr ee 24,908,614 27,594,510 


GRAIN TRANSIT PROTESTS 


The Trafic World Washington Bureau 


Tariffs filed by the carriers in purported compliance with 
the Commission’s ideas about restrictions in transit privileges 
on grain, grain products and by-products in the Hoch-Smith grain 
case, effective August 1, have brought a flood of protests asking 
for the suspension of the proposals. The protests fall into three 
general classes: Those referring to the transit privilege and 
rules governing its exercise; routing; and the rates, including 
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non-absorption of switching charges when the transit commodity 
has changed ownership. 

Among the requests for suspension are those filed by the 
Merchants Exchange of St. Louis, Mo., relating to the transit 
rules, charge for inspection and absorption of switching charges; 
Cairo, Ill., Association of Commerce, claiming, among other 
things, that the increased rates on cottonseed cake proposed are 
not required by the Commission’s decision and that they increase 
the rate advantage of Greenville, Miss., to Iowa, Kansas, Minne- 
sota and Missouri points; Southern Kansas Millers Club, Wich- 
ita, Kan., about the rules on prepared self-rising flour; Hutchin- 
son, Kan., Board of Trade Association about discontinuance of 
absorption of switching charges to elevators and mills; Law- 
renceburg, Ind., Roller Mills Co.; Cincinnati, O., Board of Trade; 
Indianapolis, Ind., Board of Trade; Meridian,. Miss., Traffic Bur- 
eau; Aberdeen, Miss., Chamber of Commerce; Henderson-Moltfus 
Co., Philadelphia, Miss.; Southwestern Millers League, Kansas 
City, Mo.; Larabee Flour Mills and Washburn-Crosby Co., Kansas 
City; Minneapolis Traffic Association, and Texas Industrial Traf- 
fic League (four). 

A number of organizations asserted that the railroads were 
taking advantage of the opportunity to eliminate provisions for 
the absorption of cross-town switching not directly a part of the 
transit matter. The Kansas City Board of Trade, Southwestern 
Millers League, Kansas City, Mo., and St. Joseph, Mo., Grain 
Exchange protested moves of that sort. 

Frank B. Townsend, traffic director of the Minneapolis Traf- 
fic Association, in that organization’s request for suspension, 
went through Boyd’s I. C. C. A-2410 in detail pointing out the 
things therein, which, in his opinion, would be injurious to the 
interests of the Twin Cities. The proposal of the tariff to limit 
the number of inbound freight bills and/or tonnage credit slips 
to two to cover any one ingredient in a single outbound ship- 
ment in lieu of a tariff provision setting no limits received his 
particular attention. He pointed out wherein the proposal would 
not fit the ways in which business was done and would result 
in an undue burden and higher freight rates by reason of the 
inability of shippers to make their ways of doing business con- 
form with the restrictions. Mr. Townsend drew attention to the 
more liberal practices of the carriers at competing markets in 
Illinois, Wisconsin and Missouri. 

That matter of the number of bills or tonnage credit slips 
constitutes only one of fifteen items treated by him to show the 
“tight” character of the proposals made by the carriers and not 
required by the Commission’s report. As a way out of the maze 
he suggested a conference in the week of July 20 attended by 
Examiners Mackley and Hall who helped Commissioner Meyer 
in the hearing of the Hoch-Smith grain case out of which the 
transit proposals grew. 


NEW ORLEANS UNIFICATION 


Agreement making possible the immediate construction of 
the $19,000,000 railroad-highway traffic bridge across the Mis- 
sissippi River at New Orleans and, in conjunction therewith, the 
inauguration of terminal unification within the port area was 
effected in a conference of local officials with railroad execu- 
tives in that city July 17. Advertisement for bond sale and 
construction bids on the project await the formal signatures 
to the compact, terms of which covering bridge traffic arrange- 
ments and principles governing unification substantially agreed 
on are being drafted. 

The unification movement came as a result of a study of 
internal conditions in New Orleans affecting adversely the com- 
merce of the port, and was aggressively pushed as the means 
of solving the problem of financing the New Orleans Public 
Belt Railroad Bridge. The cost of the bridge has been esti- 
mated as approaching $19,000,000, which, with the $7,000,000 
state contribution, left $12,000,000 to be financed. The Southern 
Pacific Lines have long been desirous of a bridge, but the 
Texas & Pacific, because of low crossing costs and their ter- 
minal situation, had heretofore refused to participate in the 
project. The coupling of the unification plan with the bridge 
contract, however, overcame the objections of the Texas & 
Pacific, and the assurance of financial assistance for the 
structure from that rail line overcame the reluctance of the 
New Orleans Public Belt toward clarification of the terminal 
situation. 

The ultimate working out of unification along the lines laid 
down by the Commercial Affairs Committee will afford the rail 
carriers direct access to the New Orleans river front through 
a neutral terminal association, whereas in the past the Public 
Belt has had virtually sole entrance to the nine miles of wharves 
and complementary facilities of the Board of Port Commission- 
ers. While the Public Belt would be assuerd of its revenue, 
the elimination of duplication would so reduce costs as to effect 
a saving of $100,000 annually to the rail lines while affording 
shippers a reduction of 25 per cent in switching charges in the 
port area. 
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Decisions of Interstate Commerce Commission 





FLORIDA CEMENT RATES 


Florida intrastate rates on cement have been condemned 
as unduly prejudicial to the complainant in No. 15806 and inter- 
veners at Birmingham, Ala., and other producing points outside 
of Florida and unduly preferential of shippers at Jacksonville, 
Miami, Tampa and Pensacola, Fla., in No. 15806, Lehigh Port- 
land Cement Co. vs. A. & R. et al. The undue prejudice is to 
be removed not later than October 15. 

This finding of undue prejudice was made in a fourth sup- 
plemental report, on further hearing, written by Commissioner 
Eastman. Other prior reports were made in 139 I. C. C. 484, 
147 I. C. C. 303, and 155 I. C. C. 339. The Commission, in this 
report, affirmed the findings in the original report, 132 I. C. C. 
427, in which it prescribed maximum reasonable rates in inter- 
state and foreign commerce to destinations in interstate com- 
merce. 

When the original report was made the carriers applied 
to the Florida commission for permission to establish the new 
basis of rates on intrastate traffic. That basis provided for 
arbitraries in the peninsula of Florida. The Florida commission 
allowed arbitraries only for short and weak lines. The result, 
Commissioner Eastman said, was that rates on cement between 
points in Florida were the same as between other points in 
southern territory, but that the rates from producing points 
outside of the state to the peninsula were higher than the basic 
scale by the amounts of the arbitraries, while on intrastate 
traffic the inflation caused by the arbitraries on interstate rates 
was not present. While the case was going on a cement mill 
was built at Tampa and the intrastate rates from it allowed by 
the Florida commission did not reflect the arbitraries in the 
rates from mills outside of the state. In disposing of the case, 
the report said: 


Whenever we have had occasion to prescribe arbitraries for the 
Florida peninsula on either class-rate traffic or commodities, our 
action has been prompted by a showing of transportation conditions 
and the revenue needs of the carriers serving that section. Such a 
showing has been made here, and if the arbitraries were to be denied 
in this proceeding, they could not logically be continued on the 
classes and other commodities for which they have been approved. 
We adhere to our findings in the original report that the rates there 
prescribed on cement between points in Florida and points in other 
southern states are maximum reasonable rates and find further 
that the maintenance of rates on cement from Jacksonville, Miami, 
Tampa, and Pensacola to destinations in Florida on a relatively lower 
basis, taking into consideration in each instance the portion of the 
haul which is within the peninsula, than is contemporaneously em- 
ploved in determining rates on the same commodity from Birmingham 
and Leeds, Ala., and Clinchfield, Ga., to destinations in Florida causes 
undue prejudice to manufacturers and shippers of cement at those 
interstate producing points and undue preference of manufacturers 
and shippers at the Florida cities above named. 

Complainants also allege that unjust discrimination against inter- 
state commerce in favor of intrastate commerce results from the rate 
situation discussed in this report, but neither they nor defendants 
stress this issue and the record does not afford support for a finding 
of such discrimination. For that reason our finding as to the intra- 
state rates has been confined to the issue of undue prejudice and 
preference. Under that finding, if defendants wish to eliminate the 
arbitraries on shipments from the Tampa mill, they are at liberty 
to do so, provided they eliminate them also on shipments from the 
interstate mills. All should be treated alike. 


HOCH-SMITH COTTON 


The Commission, in a fourth supplemental report, on recon- 
sideration, has further modified the original findings in No. 
17000, part 3, Hoch-Smith cotton, 165 I. C. C. 595, so as to deal 
with a situation created by the fact that while New Orleans is 
in southern territory, rates to and from the southwest are on 
the southwestern basis and a rule for ascertaining rate-making 
distances gives it higher rates, in some instances, than Mobile, 
Ala.; and also an incongruity in a requirement about compres- 
sion in transit. The modifications, as summarized by the Com- 
mission, follow: 


Rates from and to points within southwestern territory, the rate- 
making distances between which includes mileage in another terri- 
tory, required to be made by application of the interterritorial basis 
to the rate-making distance. 

Portion of order requiring removal of undue prejudice to Mobile, 
Ala., and preference of New Orleans, La., and Texas ports, revised 
to correspond with finding. 

_ Request that rates from Helena, Ark., to points east of Mississippi 
River be made on Mississippi Valley basis, denied. 

Requirement that compressed-in-transit rates be published to 
Galveston and Texas City, Tex., from points from which similar 
rates are not required to be published to Houston, Tex., rescinded. 


The Commission said that the principal question had to do 
with the level of rates from points in the southwest to New 





Orleans, La., Pensacola, Fla., Mobile, Ala., and Gulfport, Miss. 
Inasmuch as all except New Orleans are in southern territory, 
they obtain the benefit of the rule for calculating rate-making 
distance which requires recognition of the different rate levels 
in the two territories, while New Orleans, being treated as a 
point in southwestern territory, does not. The modification 
gives New Orleans the benefit of the interterritorial rule. The 
finding and order requiring removal of undue prejudice issued 
for the benefit of Mobile have been modified so as to agree 
with the modification for the benefit of New Orleans. 

The Houston modification was made because there are 
no compress facilities at Houston on short-haul cotton. 

At the time the Commission put out its supplemental report 
it put out an order, dated July 13, reopening the case “for fur- 
ther hearing for the purpose of determining, with respect to 
cotton shipped from southwestern territory to Gulf ports east 
of New Orleans, La., and to south Atlantic ports; and with 
respect to cotton shipped from southern territory to the ports 
previously indicated and to New Orleans; by what reasonable 
maximum amounts, if any, the rates on shipments to the ports 
for movement beyond by water may exceed the rates from the 
same points of origin for local application to the same ports.” 

The order attached to the supplemental report requires the 
carriers to put into effect the rates pursuant to the modifications 
and the previous findings and orders in the case on October 
26 on not less than one day’s notice. 


HOCH-SMITH PETROLEUM 


An attempt has been made by the Commission, in a sup- 
plemental report on further consideration, in No. 17000, part 
4, Hoch-Smith petroleum and petroleum products, No. 18458, 
general petroleum investigation, and the cases joined with them, 
to give a better fit to the rate structure it prescribed in the 
original report, 171 I. C. C. 286. It has modified the findings 
therein so as to provide specific rates on petroleum and its 
products from Mobile, Ala., Pensacola, Fla., Jacksonville, Fla., 
and Charleston, S. C., to interior points. 

Additional short lines have been authorized to use the arbi- 
traries prescribed in the original report. That extension of the 
short line list includes the Tennessee Central and fourteen lines 
named in a petition filed by the American Short Line Railroad 
Association. The South Georgia was denied relief by arbi- 
traries on petroleum, as it was with respect to class rates. The 
Commission said that a sufficient showing had not been made 
in behalf of that railroad in this case. 

Modifications in the structure from Mobile, Pensacola, Jack- 
sonville and Charleston were authorized so as to put them in 
a better relation with New Orleans and Baton Rouge, La. From 
those cities the Commission prescribed key point rates, while 
the scale rates were made to apply from the other ports. The 
Commission, in the original report, expressed the belief that 
the scale rates prescribed within the east and south would result 
in an adjustment from the other ports fairly related to the 
specific key point rates prescribed from New Orleans and Baton 
Rouge, which ports were grouped. In this report the Commis- 
sion said that its attention had been called to the fact that to 
some of the destinations in the south the distance scale made 
rates that were unfairly related to the specific rates from the 
New Orleans-Baton Rouge group. New rates, effective at the 
time when the whole body of rates becomes operative, have 
been prescribed from Mobile and Pensacola to Mississippi River 
crossings (Memphis, Vicksburg and Natchez), Mississippi Valley 
points (Jackson, Meridian, West Point and Corinth, Miss., Jack- 
son, Tenn., and Paducah, Ky.), and to the southeast, Birming- 
ham, Florence and Decatur, Ala., Nashville, Tenn., Louisville, 
Ky., Atlanta, Ga., and Chattanooga, Tenn. Rates of 43 cents 
have been prescribed from Jacksonville and Charleston to 
Birmingham and Chattanooga. 


A rate of 33 cents is prescribed from Mobile and Pensacola 
to Memphis, Corinth and Jackson, Tenn. A rate of 35 cents is 
prescribed from those ports to Birmingham, 37 cents to Paducah, 
38 cents to Florence and Decatur, 40 cents to Atlanta, 44 cents 
to Louisville, 43 cents to Nashville, 30 cents from Mobile to 
Vicksburg and Natchez, 27 cents from Mobile to Jackson, Miss., 
24 cents from Mobile and 27 cents from Pensacola to Meridian, 
28 cents from Mobile and 30 cents from Pensacola to Jackson, 
Miss. 

Commissioner Eastman, dissenting, said the supplemental 
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report showed the difficulty which was encountered in attempt- 
ing to harmonize inconsistent and irreconcilable things, namely, 
New Orleans and Baton Rouge, having commodity rates made 
in relation to rates from the midcontinent, and the rest of 
southern territory for which scale rates were prescribed while 
New Orleans and Baton Rouge, by reason of their being tied 
up with the midcontinent were given specific key point rates. 

.Making of the specific rates from the Louisiana ports he 
termed benefactions. 

“But while the situation is materially improved by the dis- 
tribution of these further benefactions,’ said Mr. Eastman, 
“New Orleans and Baton Rouge still retain a disproportionate 
share. If the scale prescribed for southern territory is a max- 
imum reasonable scale, it is a little difficult to understand, as a 
matter of law, Why the carriers should be required to publish 
rates less, often very much less, than the scale to various im- 
portant destinations. In my judgment, however, the situation 
throws into strong relief the infirmities of the scale. It is too 
high. Apparently it averages something like 28 per cent higher 
than the high scale prescribed for official territory, and 16 per 
cent higher than the scale prescribed in the southwest, which 
the carriers, at their own request, have already been permitted 
to reduce.” 

The Commission, when it promulgated its supplemental re- 
port in this case, also made public an order reopening the case 
on the petitions of the Tennessee Central and the American 
Short Line Railroad Association for relief which has been given 
as set forth above. At the same time it also put out an order 
denying petitions of the Texas Co. and others for reopening the 
case for further hearing. 


WHEAT AND FLOUR 


The Commission, in a supplemental report, written by Com- 
missioner Lewis, in No. 15037, Southwestern Millers’ League 
et al. vs. A. T. & S. F. et al., has modified the findings in the 
prior report, 173 I. C. C. 86, in the light of the subsequent sup- 
plemental report on further consideration in Grain and Grain 
Products, 173 I. C. C. 511, as to proportional rates on wheat and 
flour from Missouri points to destinations in a large part of 
central territory. The prior findings were that the rates were 
unreasonable and unduly prejudicial. Those findings have been 
affirmed with such modificaton as was made necessary by the 
report in Grain and Grain Products, supra. 

The Commission now finds that the combination of propor- 
tional rates assailed on wheat and flour, carloads, from Missouri 
River points to the destination territory here involved are and 
for the future will be unreasonable to the extent they exceed 
rates made on the following basis: To Chicago, East St. Louis, 
Ill., and related gateways the rates prescribed in the Grain and 
rain Products case, and beyond such gateways the rates now 
applicable on wheat. The Commission further finds that the 
assailed rates are, and for the future will be, unduly prejudicial 
to Missouri River points to the extent that the rates from those 
points and the rates from Minneapolis and points taking the 
same rates to the destinations involved fail to bear relationship 
which would result from the following basis: From Missouri 
River points: On the basis herein approved as reasonable; 
from Minneapolis and points taking the same rates: Rates to 
Chicago and related gateways as prescribed in the supplemental 
report on further consideration in the Grain and Grain Prod- 
ucts case and beyond such gateways the rates now applicable 
on wheat. 

The rates prescribed are to be made effective not later than 
September 4. 


HOCH-SMITH LIVE STOCK 


Abolition of the distinction between the western trunk line 
and southwestern territories by the Commission’s report in 
No. 17000, part 9, Hoch-Smith live stock, western district rates, 
opinion No. 16906, 176 I. C. C. 1-193 (see Traffic World, July 18), 
was ordered on the conclusion that the facts disclosed that 
traffic density more than justified a higher level of live stock in 
the southwest as compared with western trunk line territory than 
it justified a higher level of rates in valley territory as com- 
pared with plains territory. The Commission said that, in so 
far as a traffic density table carried in its report was con- 
cerned, it tended to support the maintenance of a single rate 
level on live’ stock throughout valley and plains territory. The 
Commission said the record established that there had been a 
great growth in freight traffic originated and terminated in 
plains territory in recent years. 

Rate uniformity was one of the ends sought by the Com- 
mission. It pointed out that traffic had been moving in the 
western district under ten different rate scales prescribed or 
approved by it at various times, and under many other rate 
bases initiated by the carriers containing many inconsistencies 
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which the Commission said it could not herein take time to 
describe. These things, it said, were in addition to bases pre- 
scribed by state authority. It said that it had become evident 
through this inquiry that a much greater degree of uniformity 
in rates and practices could and should obtain. 

Unnecessary variety in rates and practices, the report said, 
tended to create undue prejudice and preference, thereby im- 
posing undue burdens or giving undue advantage as between 
the various localities and parts of the country, a situation which 
the law sought to avoid. 

Western trunk line railroads, which, according to various 
estimates, will obtain an increase in rates ranging from eight 
to ten per cent, asked for an increase in rates on live stock on 
four grounds, namely, that the present earnings were insuffi- 
cient to insure the maintenance of adequate transportation; 
that live stock traffic failed to participate adequately in pro- 
ducing net railway operating income; that economic conditions 
and price levels in respect to live stock were now extremely 
good; and that their proposed rates scales in western trunk 
line territory were as low as might lawfully be required. The 
record and the allegation of the western trunk line carriers were 
made in 1928 and had no reference to conditions since that time 
except where in an argumentative way facts transpiring since 
1928 had been introduced. 

Among other things, the western trunk line carriers pointed 
out that nearly 25 per cent of the total increases in wages be- 
tween May 20, 1926, and February, 1928, had to be paid by them. 
In 1926 wage increases aggregated for the western trunk line 
carriers aggregated $6,054,854. In 1927 further increases were 
made which aggregated $16,091,675 annually, and in January, 
1928, further increases aggregating $855,035 on an annual basis 
were made effective. 

Witnesses for some of the states, particularly South Dakota 
and Wyoming, expressed the view that even if no general reduc- 
tion could be made in the rate levels and no relief could be 
afforded under the Hoch-Smith resolution the Commission should 
make this investigation a case for requiring an equalization of 
the many serious discrepancies now existing in the live stock 
rate structure. A witness for the Nebraska commission put 
in a cost study. Railroad committees emphasized the fact that, 
based upon the valuations approved and the decision in Excess 
Income of St. Louis & O’Fallon Ry. Co., 124 I. C. C. 3, the eight 
western trunk lines earned on an average of only 3.29 per cent 
in the last seven years. 

Under the caption, “condition of live stock industry,” the 
Commission stated the following general conclusions as of the 
time the hearings were closed: 


The recovery effected by the range cattle industry, though sub- 
stantial, is not complete. There is still a considerable way to go 
before normal conditions will be restored. The outlook, however, 
continues good. 

The cattle feeder has had more opportunity than the range man 
to catch up on his losses; current operations, if efficiently conducted, 
yield satisfactory results, though they tend to be on a smaller scale 
than normally. 

The condition of the hog industry can be gaged on more of a 
short-run basis. The years 1925 and 1926 were reasonably satisfac- 
tory, while 1927 and 1928 were clearly unsatisfactory. Conditions 
point to substantial early improvement. 

_ The range-sheep industry has yielded satisfactory average results 
since 1923, affording an opportunity to catch up on earlier losses 
and to effect a substantial return to normal conditions. It faces, 
however, the likelihood of somewhat diminished profits as the result 
of the large increase which has occurred in farm supplies of sheep 
and lambs. Wool prices have stood up well. 

The feeding of lambs has been characterized by fewer losses 
than the range end and is generally in a satisfactory condition. 


After discussing testimony offered by live stock producers 
indicating a depression stll existed in their industry, the Com- 
mission said: 


Agriculture, one of our great basic industries, is probably unique 
in that it can not set the price at which its product is sold with rela- 
tion to the cost of production. The price it receives for its product 
is fixed largely by forces outside its control. Probably not until the 
industry is so reorganized by effectively controlling production. that 
it acquires the same bargaining power in selling as those who buy 
its product will the problem of eliminating recurrent financial de- 
pressions be permanently solved. While it is the purpose of the 
Hoch-Smith resolution to assist depressed industry to the full extent 
that minimum reasonable rate levels and properly distributed trans- 
portation burdens can do so, it was not the intent of the Congress 
that any commodity, even though it be one produced by an industry 
suffering a financial depression, should be transported by the carriers 
at less than reasonable rates. A just and reasonable rate level is 
one that is justly and fairly related to other just and reasonable 
rates and that covers the cost of rendering the service and includes 
some profit to the carrier in the aggregate. The extent of that profit 
is generally determined by the well Known rule of ‘‘what the traffic 
will bear,’’ which is largely controlled by _the nature of the com- 
modity and the distance it must move to find a market. Livestock, 
as we have elsewhere indicated in this report, is a commodity which 
from its nature can not be expected to do more than “pay its own 
way’’; that is, it can not sustain a rate level whcih will produce more 
than the cost of rendering the service plus a minimum of profit. 
Judged even by these standards, livestock in portions of the western 
district is not at present bearing its fair share of the transporta- 
tion burden; and under the rate levels herein found reasonable it 
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will do no more than meet these minimum requirements. Indeed 
there is room for doubt whether the rates found reasonable will, 
on sheep and hogs, single deck, and, for the longer hauls of sheep 
and hogs, double deck, and cattle, say above 1,000 miles, produce 
more than a small margin above the actual cost of transportation. 
The importance of the freight charge to the shipper increases in 
proportion as its relation to the value of the load increases; hence 
in making rates for the longer distances or on the single-deck ship- 
ments the question of what the traffic will bear and continue to 
ne freely may properly tend to a narrowing of the margin of 
profit. 


Two scales were prescribed for the making of rates, one 
for use in the combined western trunk line and southwestern 
territories, and the other for use in the mountain-Pacific terri- 
tory. The scales adopted by the Commission carried in an 
appendix, not herein reproduced, are those recommended in the 
proposed report by Examiners Parker and Stiles. The first 
mentioned scale begins with a rate of 11 cents for 10 miles on 
cattle and calves, hogs, sheep and goats, in double-deck cars. 
It progresses in 10-mile blocks up to 100 miles with 1 cent added 
for each block. Then it progresses in 15-mile blocks up to 220 
miles, With 1 cent added for each block, and then progresses in 
20-mile blocks to 500 miles, with 1 cent added for each block, 
then by 25-mile blocks to 2,500 miles, with 1 cent added for 
each block, the final rate being 122 cents with 2,500 miles. 

The mountain-Pacific scale begins with a rate of 12 cents 
for the initial block of 10 miles, and runs out with a rate of 
134 cents for 2,500 miles. The progressions in blocks are the 
same as in the first mentioned scale, but the progression in 
cents are by varying amounts, some being 1 cent and some 
being 1.5 cents. 


This report embraces a large number of formal docket com- 
plaints. The Commission said that the issues in No. 19068, 
Northwestern Live Stock Shippers’ Traffic League vs. Great 
Northern et al., were disposed of by findings in the general 
inquiry. It said that the rates assailed in No. 19785, Associated 
Meat Co. et al. vs. T. & P. et al., as to calves, single-deck, from 
Arizona, New Mexico and Texas to Los Angeles, Calif., were 
unreasonable and that further hearing should be had upon the 
question of complainants’ right for reparation. The Commis- 
sion also found the rates assailed in No. 20179, American Pack- 
ing & Provision Co. et al. vs. Union Pacific, on hogs, single-deck, 
from points on the Union Pacific in Nebraska, Colorado, and 
Wyoming to Ogden, Utah, were unreasonable and awarded rep- 
aration. The Commission further found unreasonable the rates 
assailed in No. 20224, George C. Abell et al. vs. A. & S. et al., 
on stock cattle and stock calves from points in Texas, Okla- 
homa and New Mexico to points in Kansas and in violation of 
section 4. Rules were laid down under which reparation might 
be awarded. 

Proposed cancellation of rates on stock cattle and stock 
hogs to public markets, and proposed cancellation of the ap- 
plication of rule for constructing combination rates on stock 
cattle, were found justified. Proposed cancellation of rates on 
stock cattle to Pekin, Ill., was found not justified and the tariffs 
were required to be canceled without prejudice to the filing of 
tariffs conforming to the findings in the general inquiry. Pro- 
posed cancellation of rates on stock cattle from markets on 
the Rock Island, to points in Colorado, Kansas, Nebraska and 
Oklahoma, were found not justified, and the schedules were 
ordered to be canceled. 

The Commission dismissed No. 14190, American National Live 
Stock Association et al. vs. A. T. & S. F. et al.; No. 15565, Live 
Stock Traffic Association vs. A. & S. et al.; No. 15686, American 
National Live Stock Association et al. vs. A. T. & S. F. et al.; 
No. 16113, Oklahoma City Live Stock Exchange et al. vs. A. T. 
& S. F. et al., and No. 16131, Healy & Co. vs. A. T. & S. F. et al. 

In addition to the cases already mentioned this proceeding 
also embraced No. 22716, W. K. Dickinson vs. A. T. & S. F. 
et al.; No. 22720, C. S. Fulton et al. vs. C. B. & Q. et al.; No. 
22731, J. J. Lane vs. K. C., M & O. of Texas et al.; I. and S. 
No. 2958, stock cattle from Wichita, Kan., to Kansas City, Kan.; 
I. and S. No. 2965, cancellation of rate and restriction of com- 
bination rule on stock cattle, and I and S. No. 3300, stock cattle 
from Iowa, Missouri, Illinois and Minnesota to points west of 
the Missouri River. 

Commissioner Eastman, concurring in part, said that while 
he agreed in general with the findings, there were certain points 
with which he disagreed. He said that the rates here prescribed, 
judged from the standpoint of cost of service, were in general 
relatively lower than the rates which the Commission prescribed 
in No. 17000, part 7, Grain and Grain Products, 164 I. C. C. 619. 
He said they were not maximum, reasonable rates. He said he 
preferred three to two rate territories in the western district. 
Admitting that the rates prescribed would yield some return to 
the carriers and were rates which the Commission had authority 
to prescribe, he said he would have been more liberal to the 
carriers. He also expressed dislike for the continuance of the 
practice at Omaha and of Chicago of allowing terminal com- 
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panies to impose charges on live stock in addition to the line 
haul rates. He favored one factor rates to the unloading points. 

Commissioner Lewis, dissenting in part, said that it was 
extremely unfortunate that the readjustment of live stock in 
an area covering almost two-thirds of the area of the United 
States came at a time when both the live stock industry and 
the carriers were in such an unsettled and unsatisfactory con- 
dition. He said that in some sections the changes required by 
this decision would be material in the matter of both reductions 
and increases. Inasmuch as the increases generally affected 
short hauls in which the movement to market was now largely 
by truck, Mr. Lewis said the results would not be either burden- 
some to the shippers or productive of much increased revenue 
to the carriers “which will probably have to meet the com- 
petitive transportation charges.” Mr. Lewis said that he fa- 
vored three rather than two rate groups in the western district. 
He said he also favored 80 per cent of the fat cattle rate for 
feeders and stockers. The Commission prescribed 85 per cent. 

“The report herein adopted being in utter disregard of the 
plain mandate of Congress, compels me to register an emphatic 
dissent,” said Commissioner Porter, to whom the Commission 
had assigned the administrative management of the case. 

His dissent was based largely upon his view of the Hoch- 
Smith resolution. True, he said, the Supreme Court had held 
that the resolution did not change existing law, nor make un- 
lawful any rate which under the interstate commerce act was 
lawful. Nevertheless, he said, the command to afford to agri- 
culture the lowest possible lawful rates has not been in the 
slightest altered or annulled. Reviewing what had been done 
under the Hoch-Smith resolution, he pointed out that five of 
the thirteen investigations, instituted under that resolution, di- 
rectly concerned agricultural products. 

“Of the many cases determined by us in not a single in- 
stance,” said Mr. Porter, ‘‘did we prescribe a substantial rate 
increase, but, on the other hand, in many of them we have 
granted substantial reductions.” 

Mr. Porter estimated that the Commission’s decision would 
cause a ten per cent increase in western trunk line territory. 
He said that in making his estimate he did not take into con- 
sideration the effect of changing the stocker and feeder basis 
from 75 per cent to 85 per cent of the fat cattle rate. He said 
he was unable to give his approval to such increases. 

Commissioner Mahaffie, dissenting, said that in his opinion 
the majority erred in disregarding differences in traffic and 
transportaton conditions and in the consequent cost of service 
in the vast territory here considered. — 


ILLINOIS-IOWA-MISSOURI CEMENT 


In a report written by Commissioner Aitchison, the Com- 
mission, by division 3, in No. 21492, Dewey Portland Cement Co. 
vs. A. & E. et al., and cases joined with it, deals with rates on 
cement from Linwood, Ia., in relation to rates on that com- 
modity from LaSalle, Oglesby and Dixon, Ill., and from Ilasco 
and Marquette, Mo. The report also embraces No. 21500, Dewey 
Portland Cement Co. vs. A. & W. et al.; No. 21604, Same vs. 
A. T. & S. F. et al.; No. 21635, Same vs. C. B. & Q. et al.; No. 
21661, Same vs. C. R. I. & P. et al.; No. 21682, Same vs. C. M. 
St. P. & P. et al.; and No. 21977, Same vs. A. T. & S. F. et al. 
Orders in these cases require the carriers to revise rates on 
cement not. later than October 21. 

The Commission found that the rates assailed from Linwood 
were not unreasonable except that those from that point to 
destinations in Missouri in Scale III territory on and north of 
the Frisco from St. Louis, to Pacific, Mo., the Missouri Pacific 
thence to Labadie, Mo., and the Rock Island thence to Kansas 
City, Mo., and to destinations in Missouri on and east of the 
Frisco from St. Louis to Horine, Mo., the Missouri Pacific thence 
to Delta, Mo., and the Frisco thence to Cape Girardeau, Mo. 
It says they are and for the future will be unreasonable to the 
extent they exceed or may exceed rates based on Scale II and 
to other destinations in the so-called ‘“no-scale” territory in 
Missouri to the extent they exceed or may exceed rates based 
on Scale III, distances to be computed under the rules laid 
down in the supplemental report in Western Cement Rates, 52 
I. C. C. 225, and as set forth in the appendix to Iola Cement 
Mills Traffic Association vs. A. W., 87 I. C. C. 451. 

The Commission found that the relationship as between 
intrastate rates on cement, from LaSalle, Oglesby and Dixon, 
Ill., on the one hand, and the interstate rates on like traffic 
from Linwood, to Chicago, Ill., resulted in undue preference of 
cement manufacturers at LaSalle, Oglesby, and Dixon, and of 
intrastate traffic from those points and in undue prejudice to 
the complainant and interstate traffic from Linwood. 

After finding that the circumstances and conditions sur- 
rounding the transportation of cement, interstate, from Linwood 
and intrastate from LaSalle, Oglesby and Dixon, to points in 
Illinois and the Chicago switching district were substantially 
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similar, the Commission said that the relationship as between 
the intrastate rates and the interstate rates to points of delivery 
in the Chicago district to which the rate from the Illinois mills 
was 8 cents, was and for the future would be unduly preferential 
of the Illinois cement producing points and unduly prejudicial 
to Linwood, to the extent that the rate from Linwood was or 
might be on a higher or different basis, distance consildered, 
than the rates contemporaneously maintained from the Illinois 
cement producing points to the Chicago district. The Commis- 
sion said that the undue preference and prejudice might be 
removed by the establishment of a rate from Linwood to the 
Chicago district in Illinois the same amount below the so-called 
No. 12710 scale prescribed in Atlas Portland Cement Co. vs. 
Cc. B. & Q., 81 I. C. C. 1, as the rate from the Illinois cement 
producing points was less than the scale rate from LaSalle 
to those points and subject to the same minimum as that con- 
temporaneously maintained from the Illinois producing points 
to the points of delivery in the Chicago district. 

No order would be entered, said the Commission, but com- 
plainant might bring the matter to its attention if the undue 
prejudice and preference found were not removed within 60 
days from the service of this report. The Commission said 
that the removal of the undue prejudice and preference with 
respect to these rates would operate to satisfy the complaint 
against the relationship between the rate from Linwood and 
the rate from Buffington, Ind., to Chicago. 


The Commission found further that the circumstances and 
conditions surrounding the transportation of cement from Lin- 
wood and LaSalle, Oglesby, and Ilasco, Mo., and Mason City, 
Ia., to Wausau, Wis., were substantially similar; that Scale II 
rates were and would be maximum reasonable ones from and 
to those points; that the relationship as between the rates from 
Linwood, on the one hand, and from LaSalle, Oglesby, Ilasco, 
and Mason City, on the other, to Wausau, to the extent that the 
rates from LaSalle, Oglesby, Ilasco, and Mason City, were lower, 
distance considered, or on lower or different levels, distance 
considered, than the rate from Linwood to Wausau, resulted and 
would result in undue prejudice and disadvantage to Linwood 
and in undue preference of LaSalle, Oglesby, Ilasco, and Mason 
City, and that such preference and prejudice might be removed 
by the establishment of rates based on Scale II. 

A still further finding was that the circumstances and con- 
ditions surrounding transportation from Linwood to St. Louis, 
Mo., were substantially similar to those surrounding the intra- 
state transportation from Ilasco to St. Louis; to destinations 
in Missouri on and east of the lines of the St. Louis & Hannibal 
from Hannibal to Gilmore, and of the Wabash to, but not in- 
cluding St. Louis, substantially similar to those surrounding the 
intrastate transportation from Ilasco, Prospect Hill, and Alpha 
to the same destinations, except from Ilasco to Hannibal; to 
destinations in Missouri on and east of the lines of the Frisco 
from St. Louis to Horine, of the Missouri Pacific to Delta, and 
of the Frisco to Cape Girardeau, substantially similar to those 
surrounding intrastate transportation from Marquette to the 
same destinations, except to Cape Girardeau; and to Riverside 
and Horine substantially similar to those surrounding intrastate 
transportation from Prospect Hill and Alpha to the same des- 
tinations; that the relationship as between the intrastate rates 
on this commodity from Ilasco, Prospect Hill, Alpha, and Mar- 
quette, on the one hand, and the interstate rates on like traffic 
from Linwood, on the other, to those destinations, resulted in 
undue preference and advantage of manufacturers at Ilasco, 
Prospect Hill, Alpha and Marquette, and undue prejudice to 
interstate traffic from Linwood to the extent that the rates to 
those destinations from the Missouri cement producing points 
were lower, distance considered, than the rates from Linwood; 
and that such undue prejudice and preference could and should 
be removed by the establishment of rates from Linwood which 
should bear the same relationship to the rates from the Mis- 
souri mills as would obtain if the rates from all of these mills 
were based on the No. 12710 scale to St. Louis and destinations 
north of that point and on Scale II to destinations south of St. 
Louis. 

A further finding was that the circumstances and conditions 
surrounding transportation from Linwood to St. Louis were 
more favorable than those attending transportation, intrastate, 
from Marquette to St. Louis, that the relationship as between 
the intrastate rate from Marquette, on the one hand, and the 
interstate rate from Linwood on the other, to St. Louis, re- 
sulted in undue preference of Marquette, and that the preference 
and prejudice could and should be removed by the establishment 
of rates from Linwood which should bear the same relationship 
to the rates from Marquette as should obtain if the rates were 
based on the No. 12710 scale from Linwood and Scale II from 
Marquette. 

A final finding was that the circumstances and conditions 
surrounding transportation from Linwood to destinations in 
Missouri in Scale II and Scale III territories and in “no-scale” 
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territory west of the lines of the Frisco from St. Louis to 
Horine, of the Missouri Pacific to Delta, and the Frisco to Cape 
Girardeau, were substantially similar to those surrounding intra- 
state transportation from Ilasco, Prospect Hill, Alpha, Mar- 
quette and Sugar Creek to the same destinations, except from 
Sugar Creek to Kansas City; that reasonable maximum rates 
were and would be Scale II rates to destinations in Scale II 
territory and in that part of Scale III territory on and north of 
the Frisco from St. Louis to Pacific, the Missouri Pacific, thence 
to Labadie, and the Rock Island to Kansas City, and Scale III 
rates to other destinations in Scale III territory and destina- 
tions in the before described part of ‘‘no-scale” territory; that 
the intrastate rates on this commodity, to the extent that they 
were lower, on lower or different levels, distance considered, 
than the rates from Linwood to the same destinations, resulted 
and would result in undue preference and advantage to Ilasco, 
Prospect Hill, Alpha, Marquette and Sugar Creek, and of inter- 
state traffic from those points to the disadvantage of Linwood. 

The Commission said that the prejudice and preference 
should be removed by the establishment of the rates from Lin- 
wood and the Missouri cement manufacturing points to destina- 
tions in Scale II territory in the before described part of Scale 
III territory based on Scale II, and to other destinations in 
Seale III territory and destinations in the before described part 
of “no-scale” territory based on Scale III. 

The complaint Nos. 21604, 21661, 21682, and 21977 were dis- 


missed. 


FURNISHING TRANSPORTATION 


The Commission, on further hearing in No. 174382, Marion 
M. Carnes vs. A. T. & S. F. et al., in a report written by Com- 
missioner Eastman, has reversed the finding in the former re- 
port, 129 I. C. C. 341, which was that the Frisco and the Kansas 
City, Clinton & Springfield had refused to furnish to the com- 
plainant transportation on reasonable request therefor, at Olathe, 
Kan. The finding now is that there was no refusal or subjection 
to undue prejudice by the acts of the Frisco and its subsidiary. 

In the first report the finding was that there had been a 
refusal to furnish transportation to a tank car repair plant of 
the complainant. The question of the measure of Carnes’ dam- 
age was reserved for further hearing. Subsequently the pro- 
ceeding was reopened for further hearing upon all the issues. 
The complaint alleged that the Frisco refused to furnish trans- 
portation service between August 13, 1923, and December 20, 
1924. The testimony, however, covered transactions earlier than 
August, particularly in May, in which month the car®repair 
plant and a track to serve it were being built. The Frisco, it 
was shown, refused to spot cars on the industry track, alleging 
that it was unsafe. 

At the further hearing Mr. Eastman said the complainant 
presented a revised estimate of damages, totaling $93,102, con- 
sisting of main items as follows: Value of time lost by complain- 
ant, $13,250; reasonable profit lost by him, $25,000, and differ- 
ence in value of his plant had it been accorded the switching 
service to which complainant was entitled and the value of 
the plant denied such service, $54,000. 

It appeared, said the report, that throughout most of the 
period the complainant was in controversy with defendants’ 
officials and employes over one matter or another, with the 
result that there was much bad feeling on both sides. Mr. 
Eastman said that it was not within the Commission’s province 
to pass on the merits of the disputes except as they had a 
bearing on the issues of this proceeding. 

The atmosphere of mutual antagonism and suspicion, the 
report said, might have had something to do with delays in the 
handling of certain of the complainant’s shipments, notably a 
carload of scrap iron shipped to Kansas City. The outcome of 
the whole matter was that the Commission came to the conclu- 
sion that the complainant was entitled to the return of an over- 
charge of $58 on the car of scrap iron before mentioned. That 
sum was collected from the complainant in the form of a dis- 
puted claim for demurrage. Division 4, which made the origi- 
nal finding, found that that was an illegal collection. That 
finding was affirmed by the whole Commission on this further 
hearing in which there was a reversal, without dissent. In this 
report it was pointed out that some of the transactions took 
place more than two years before the complaint was filed. 


COMMISSION REPORTS 
Chilled Steel Shot 


No. 23513, Stone Mountain Granite Corporation et al. vs. 
A. C. L. et al. By division 3. Applicable rates on chilled steel 
shot, carloads, over authorized tariff routes, Galion and Mans- 
field, O., and Amesbury, Mass., to Stone Mountain and Elberton, 
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Ga., determined to have been sixth class rates. Applicable rates 


not unreasonable. Dismissed. 


Livestock Caretakers 


No. 13461, Sioux City Live Stock Exchange vs. C. St. P. M. 
& O. et al. By division 3. On reconsideration, findings in 
original report, 83 I. C. C. 243, that rules governing the trans- 
portation of caretakers of carloads of livestock shipped from 
points in southwestern Minnesota to Sioux City, Ia., and to 
South St. Paul, Minn., were unduly prejudicial to Sioux City 
and shippers of livestock thereto, and unduly preferential of 
South St. Paul and shippers of livestock thereto, modified so as 
to permit the establishment and maintenance to South St. Paul 
of the rule contemporaneously maintained to Sioux City. 


Lumber 


No. 16000, Port Arthur Chamber of Commerce & Shipping 
vs. A. & R. et al. By the Commission on further consideration. 
Finding in supplemental report, 173 I. C. C. 59, in respect to 
rates on lumber and other forest products taking the same 
rates or rates related thereto, points on the Missouri Pacific 
south of Alexandria, La., to Port Arthur, Tex., for export or 
coastwise movement, affirmed. Original report, 169 I. C. C. 753. 


Poplar Logs 


No. 23120, Penn Veneer Co. et al. vs. W. M. et al. By 
division 3. Rates, poplar logs, points in Maryland, the Vir- 
ginias, and Delaware to York, Pa., unreasonable for the future 
to the extent they may exceed 65 per cent of the contemporane- 
ous lumber rates. New rates to be made effective not later 
than October 5. Commissioner McManamy, dissenting in part, 
said that repayation should have been awarded. 


COMMISSION ORDERS 


No. 14953, A. B. A. Independent Oil & Gasoline Co. et al. vs. 
A. T. & S. F. et al. Petitions of National Refining Co. and Skelly 
Oil Co., interveners, and White Eagle Oil & Refining Co. complain- 
ant in No. 20958, and supplemental petition for rehearing, reargu- 
ment and reconsideration in respect to rates from Group 1, etc., filed 
on behalf of Shell Petroleum Corporation, intervener, denied. 

No. 19728, Consumers’ Plumbing Supply Co. vs. B. & O. et al. and 
No. 20242 (and Sub 1), Morrison Supply Co. vs. A. G. S. et al. Peti- 
tion of defendants for rehearing and/or reconsideration denied. 

No. 20418, Spikes Bros. et al. vs. A. T. & S. F. et al. Defendants’ 
petition for rehearing and reconsideration, denied. 

No. 21031 (and Sub. 1), Corporation Commission of Oklahoma vs. 
A. T. & S. F. et al., No. 20262, Higginbotham-Bartlett Co., Inc., et 
al. vs. A. T. & S. F. et al., No. 20307, Amarillo Board of City Develop- 
ment et al. vs. A. T. & S. F. et al., No. 20425, Cicero Smith Lumber 
Co. vs. A. T. & S. F. et al., No. 19853, Artesia Alfalfa. Growers’ As- 
sociation et al. vs. A. T. & S. F. et al, No. 20470, Ballow & Price 
vs. A. T. & S. F. et al., and No. 20795, Acker & Cook et al. vs. A. T. 
& S. F. et al. No. 21031 and Sub 1, and Nos. 19853, 20470 and 20795 
reopened for further consideration as to rates on slack coal and peti- 
tions for reopening, rehearing and reconsideration denied in all 
other respects, and motion of complainant in No. 21031 and motion 
of complainants and interveners in Nos. 20262, 20307 and 20425, over- 
ruled. 

No. 22683, F. S. Royster Guano Co., Inc., vs. A. & R. et al. Peti- 
tion of complainant for reconsideration of order of April 7 denying 
its petition for reconsideration and/or argument on record, and fur- 
ther, for determination by Commission of issues under section 3 of 
act, denied. 

No. 23064 (and Sub. 1), Gibbons & Reed Co. vs. A. T. & S. F. 
et al. Proceeding reopened for reconsideration on record as made. 

No. 24269, Butler Consolidated Coal Co. vs. B. & O. Pittsburgh 
& Lake Erie permitted to intervene. 

No. 24371, Dip-It, Inc., vs. Mallory S. S. Co. et al. Motion of de- 
fendants to dismiss complaint without hearing, for want of jurisdiction, 
sustained and complaint dismissed. : 

No. 24392, Federal Foundry Supply Co. vs. B. & O. et al. Motion 
of defendants to dismiss complaint on ground that it is identical 
with that decided in No. 23002, Federal Foundry Supply Co. vs. Penna. 
et al., sustained and complaint dismissed. 

No. 21294, Thomas S. Smith & Co. et al. vs. C. & A. et al. Second 
petition of complainants and interveners for rehearing and/or re- 
consideration, denied. 

No. 22771 (Sub. 1), Falling Spring Lime Co., Inc., vs. Pennsyl- 
vania et al. Order is modified so as to permit the defendant car- 
riers to make such groups of destinations involved as will conform 
with the grouping observed in the publication of class rates pre- 
scribed in No. 15879, Eastern Class Rate Investigation, 164 I. C. C. 
S14, Ti 1. Cc. C.. 34. 

No. 21454, Otis Gin & Warehouse Co. et al. vs. A. & V. et al. 
Proceeding reopened for reconsideration solely in respect to the 
question of reparation. 

No. 20247, The Public Utilities Commission of Ohio vs. Pennsyl- 
vania and No. 2746, A. Johnston, Grand Chief Engineer of the 
Brotherhood of Locomotive Engineers et al., vs. A. & R. et al. Peti- 
tion of Cornwall Railroad for further hearing and modification of 
order entered on February 21, 1929, denied. 

No. 23182 (and Sub. 1 and 2), Simmons Co. vs. C. & N. W. et al. 
Complainant’s petition for rehearing denied. 

No. 22406, C. J. Baldwin Produce Co., Inc., et al. vs. T. & N. O. 
et al. Petition of defendants for reopening, for further hearing and/or 
reconsideration, and/or for reargument before entire Commission; 
also concurring petition for a general investigation of rates on 
bananas within the southwest denied. 

Finance’ No. 6207, F. P. & E. 
application dismissed. 

Finance No. 8537, Tennessee Central bonds. Application dismissed. 

No. 24087 (and Sub. 1), Knoxville Iron Co. et al. vs. C. C. & O. 
et al. Complaints dismissed upon complainants’ request. 

Upon complainant’s request in No. 24110, Federated Metals Cor- 
poration vs. Pennsylvania et al., No. 24143, Coxheath Lumber Co. 
vs. A. & N. W. et al., No, 24212, Indiana Fibre Products Co. vs. 


securities. First supplemental 
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Virginian et al., No. 24214, Texas Co. vs. C. C. & O. et al., No. 24228, 
Cut Art Stone Co. vs. Alcolu et al., No. 24290, Hammond Bag & 
Paper Co. vs. A. C. L. et al., No. 24301, Excelsior Products Co. vs. 
Cc. St. P. M. & O. et al., No. 24331, Globe Grain & Milling Co. vs. 
A. T. & S. F. et al. and No. 24492, Pittsburgh Banana Co. vs. B. & O. 
et al., the Commission has dismissed the complaint. 

In No. 16224, Norfolk-Portsmouth Freight Traffic Commission vs. 
A. & R. et al. and No. 24325, Wisconsin Pop Corn Co. vs. C. M. St. 
Sean et al., the complaint has been dismissed, same having been 
satisfied. 

No. 13461, Sioux City Live Stock Exchange vs. C. St. P. M. & O. 
et al. Complaint reopened for reconsideration on record as made. 

No. 24520, Upson Co. vs. Erie et al. Southern Pacific Co. dismissed 
as party defendant hereto. 

No. 20086, Sumter Packing Co. vs. A. C. L. et al. Order further 
modified to become effective October 4, on 1 day’s notice, instead of 
August 4, 

No. 22540, Midwest Coal Traffic Bureau vs. A. W. et al. Peti- 
- mg E. B. Boyd on behalf of defendants for modification of order 

enied. 

_ |. & S. 3552, Scrap leather (imported) from Canadian points to 
Cincinnati, O. Order modified to bceome effective on October 8, 1931, 
upon not less than one day’s notice. 

No. 24402, Sub. 1, Chamber of Commerce of Fargo, N. D., et al. 
vs. A. C. & Y. et al. Board of Railroad Commissioners of State of 
North Dakota permitted to intervene. 

No. 24448, Public Utilities Commission of State of Idaho vs. 
o. S. L. et al. Utah Shippers’ Traffic Association permitted to inter- 
yene. 

No. 24508, New England Fuel & Transportation Co. et al. vs. 
A.G. 3. dal. Bé€ 6. 3. & A. B.& K. BR. SP. C. & NH. J. 
C&G DD & H, Dk. & WW. we te aR. Bt V¥., BS. ¥. €.. 
N. Y. N. H. & H., N. Y. O. & W., N. & W., Pennsylvania, Read- 
ing, Virginian, and W. Md. permitted to intervene. 

No. 13535 et al. Consolidated Southwestern Cases and |. and S. 
No. 3130, southwestern rates. Order of April 14, 1931, in the formal 
docket case, amended so as to authorize and require establishment 
of column 42.5 rates on oil well supplies, straight or mixed carloads, 
or in mixed carloads with rig irons, on not less than one day’s notice. 
Order in I. and S. No. 3130 amended so as to require cancellation, 
not later than August 22, on not iess than one day’s notice, of the 
suspended schedules which proposed class rates on caps, covers, 
stoppers and tops for glass jars, in addition to the schedules re- 
quired to be cancelled by the unamended order. 

No. 24410, Cleveland Chamber of Commerce vs. A. T., & S. F. 
et al. Swift & Co. permitted to intervene. 

No. 24498, Standard Oil Co. of California vs. A. T. & S. F. et al. 
Champlin Refining Co. permitted to intervene. 

No. 22754 (and Sub. 1), Nevins Fruit Co., Inc., vs. F. E. C. et al. 
Proceedings reopened for rehearing at such time and place as Com- 
mission may hereafter direct, and order entered herein on April 15, 
postponed until further order of Commission. 

No. 20703, Boston Wool Trade Association et al. vs. A. & R. et al. 
Order further modified to become effective on or before December 
3, 1931, upon not Jess than 30 days’ notice. 


No. 23221, Crown Overall Manufacturing Co. et al. vs. M. & O. 
et al. Order modified to become effective on September 9, upon not 
less than 30 days’ notice instead of August 24. 


No. 21107 (and Sub. 1), City of St. Paul vs. C. B. & Q. et al. Pro- 
ceedings reopened for rehearing at such time and place as Commis- 
sion may hereafter direct. 

No. 23290, Carolina Shippers’ Association, Inc., vs. N. S. et al. 
Defendants’ petition for reconsideration and oral argument denied. 

No. 23379, Grand Trunk Western vs. P. M. et al. Complainant’s 
petition for reargument denied. 


No. 24062, A. T. & N. vs. M. & O. et al. Complaint dismissed, same 
having been satisfied. 


No. 23159, Standard Oil Co. of La. vs. T. & P. et al. Complainant’s 
second petition for reconsideration denied. 

No, 22899, Armour & Co. vs. M. P. et al. Complainant’s petition 
for reconsideration on record as made denied. 

No. 23407, Wolverine Fruit & Produce Co. et al. vs. A. A. et al. 
Defendants’ petition to hold above case in abeyance or for further 
hearing therein denied. 

~ No. 24364, West Coast Lumbermen’s Association vs. B. F. & I. F. 
et al. Board of Railroad Commissioners of state of North Dakota. 

No. 22980, E. I. DuPont De Nemours & Co. vs. M. C. et al. Com- 
plainant’s third petition for rehearing and reconsideration denied. 

No. 24413, Eel River Coal Co. et al. vs. & E. et al. East 
Side Manufacturers’ Association permitted to intervene. 

1. & S. 3513, Cancellation of routing via M. & O. on lumber from 
A. T. & N. in Alabama. Order reopening proceeding for reconsidera- 
tion on record as made is vacated and set aside, and proceeding 
discontinued. 


PETITIONS FOR REHEARING, ETC. 


No. 22684, Hulen-Toops Co. vs. C. C. C. & St. L. et al., No, 23123, 
Peter Fox & Sons Co. et al. vs. L. & N. et al., and consolidated cases. 
Complainants ask reconsideration by entire Commission of decision 
of division 4 (Commissioners Meyer, Eastman and Mahaffie) in the 
matter of reparation. 

No. 13535, Consolidated Southwestern Cases. Parkersburg Rig & 
Reel Co. asks reconsideration and further hearing in respect of 
rates prescribed on oil well supplies and rig-irons. 

No. 24032, Fruit Service Co. vs. A. T. & S. F. et al. Complainant 
asks reconsideration. 

1. & S. 3535, Coal from Illinois, Indiana and Kentucky to Minne- 
sota, North Dakota and South Dakota. Armour & Co. asks reopening; 
for reargument and reconsideration; for correction of statements of 
fact made in report of division 2; and for specific findings of fact. 

1. & S. 3260, Potatoes from Michigan, Minnesota, North Dakota 
and Wisconsin to southern points and cases joined therewith. Board 
of Railroad Commissioners of state of South Dakota asks further 
consideration. 

No. 23504, International Agricultural Corporation et al. vs. C. & 
I. M. et al. Complainants ask reopening, and reconsideration with 
respect to rates for future, for the past, and reparation on shipments 
of peat humus. 

No. 24513, Sonken-Galamba Corporation vs. A. T. & S. F. et al. 
Defendants ask dismissal of the complaint. 

No. 18227, Earl L. Reeb vs. B. & O. et al. B. & O. and C. C. C. 
& St. L. ask vacation of order. 

No. 24052, Ware Bros. Agency vs. B. & O. et al. B. & O. asks 
modification of_order. 

No, 17517, Rates on chert, clay, sand and gravel within the state 
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of Georgia. Georgia Public Service Commission asks entry of further 
order, etc. ~ 

No. 16944, Armstrong Cork Co. vs. Pennsylvania et al., and cases 
grouped therewith. Defendants ask vacation and setting aside of or- 
der to grant further hearing and reconsideration. 

No. 23094 (and Sub. 1), Alabama Rock Asphalt, Inc., vs. A. & S. 
et al. Southwestern defendants ask reconsideration on record as 
made. 

No. 23094 (and Sub. 1), Alabama Rock Asphalt, Inc., vs. A. & S. 
et al. Defendant carriers ask postponement of effective date of order. 

No. 23542, Groom-Rogers Timber Co., Inc., et al. vs. A. & N. W. 
et al. Defendants, A. C. L. and S. A. L. ask modification of Com- 
mission’s order of June 2. 

Ex Parte 96, Through routes and joint rates between Inland Water- 
ways Corporation and other common carriers. A. C. L., A. & W. P., 
A. B. & C., C. of Ga., Georgia, S. A. L., and W. Ry. of Ala., de- 
fendants, ask modification of sixth supplemental report and order of 
May 14, by striking therefrom all references to the method by which 
joint barge-rail rates on cotton and/or cotton linters within southern 
territory should be divided. 

No. I. & S. 3535, coal from Illinois, Indiana and Kentucky to 
Minnesota, North Dakota and South Dakota. Protestant, Traffic 
Bureau, Aberdeen Chamber of Commerce, asks reopening for argu- 
ment and reconsideration. 

No. 22995, Davidson Brothers vs. B. & O. et al. and No. 23057, 
Davidson, Seay & Adams Co. vs. B. & O. et al. Complainants ask 
reconsideration before entire Commission. 

No. 19517, Continental Paper & Bag Mills Corporation vs. A. C. 
et al. Continental Paper & Bag Mills Coropration asks hearing di- 
rected exclusively to proof of shipments and amounts of reparation 
payable under findings heretofore made. 

No. I. & S. 3497, scrap or waste paper, carloads, from, to and 
between points in southwestern territory. Respondent Southwestern 
earriers ask reopening, reconsideration and modification of Commis- 
sion’s order. 

No. 22881, Chamber of Commerce of Sapulpa, Okla., vs. St. L.- 
S. F. et al. Defendant, St. L.-S. F., asks reconsideration and re- 
argument before full Commission. 

No. 22899, Armour & Co. vs. M. P. et al. Defendants ask reopen- 
ing and consideration by entire Commission. 

No. 13535, Consolidated Southwestern Cases, and cases grouped 
therewith. Carriers ask vacation, and in the alternative for recon- 
sideration, rehearing and modification of orders, on cantaloupes, 
melons and vegetables. 


FINANCE APPLICATIONS 


Finance Nos. 8913 and sub numbers 1 to 7, inclusive. Supplemental 
application of Cincinnati Union Terminal Co. to issue and _ sell 
$12,000,000 of 41%4 per cent mortgage bonds and to issue and renew 
from time to time $12,000,000 of 6 per cent short term notes, proceeds 
to be used in continuing construction of applicant’s station in Cin- 
cinnati, and applications of Baltimore & Ohio, Norfolk & Western, 
Pennsylvania, Louisville & Nashville, Cincinnati, New Orleans & Texas 
Pacific, Big Four, New York Central, and Chesapeake & Ohio, pro- 
prietary companies, for authority to —— the bonds. Negotia- 
tions for sale of the bonds are pending with J. P. Morgan & Co. 
and Kuhn, Loeb & Co. Notes are to be issued at par to bankers or 
the proprietary companies. 

‘“inance No. 8916. Rio Grande Eastern Railway Co. asks au- 
thority to abandon its line from Hagan to Hagan Jet., N. M., 12.6 
miles. 

Finance No. 8917. Northwestern Pacific Railroad Co. asks author- 
ity to acquire control of Petaluma & Santa Rosa Railroad Co. by 
purchase of latter’s 7,707 shares of common and 600 shares of preferred 
stock at $90 a share. The Petaluma’s rail lines embrace about 38 
miles in Sonoma County, Calif., and are feeders to applicant’s lines, 
according to the application. The Petaluma also owns and operates 
river steamboats and barges between San Francisco and Petaluma. 


UNCONTESTED FINANCE CASES 


Supplemental report and order in F. D. No. 5837, authorizing the 
Peterborough and Hillsborough R. R. to extend for five years from 
July 1, 1931, the maturity dates of $100,000 of first mortgage 4% per 
cent bonds, previous report 117 I. C. C. 301, approved. 

Report and order in F. D. No. 8820, authorizing the St. Louis 
Southwestern Ry. Co. to procure the authentication and delivery of 
not exceeding $1,114,000 of first terminal and unifying mortgage bonds 
in partial reimbursement for capital expenditures, conditions pre- 
scribed, approved. 

Report and order in F. D. No. 8886, authorizing the Chicago & 
North Western Ry. Co. to issue not exceeding $3,000,000 of general 
mortgage 4% per cent gold bonds of 1987, to be pledged as collateral 
security for a three months’ note for $2,000,000, approved. 

‘Report and order in F. D. No. 8875, authorizing the Chicago & 
Illinois Midland Ry. Co. to issue not exceeding $312,000 of equipment 
notes, payable to the Lima Locomotive Works, Inc., in connection with 
the procurement of five freight locomotives, approved. 

Report and order in F. D. No. 8801, (1) authorizing the Morris 
& Essex R. R. Co. to issue $10,000,000 of construction-mortgage gold 
bonds, series C, and to deliver them at par to the Delaware, Lacka- 
wanna & Western R. R. Co. in partial reimbursement of expenditures 
for additions and betterments; and (2) authorizing the Delaware, 
Lackawanna & Western R. R. Co. to assume obligation and liability 
as guarantor in respect of such bonds, approved. 

Report and certificate in F. D. No. 8860, authorizing the Chesa- 
peake & Ohio Ry. Co. to acquire and operate a line of railroad in 
Raleigh and Mercer counties, W. Va., approved. 

Report and certificate in F. D. Nos. 8846 and 8847, authorizing 
the United Railways Company (1) to construct a line of railroad, 
and (2) to abandon a line of railroad, all in Multnomah county, Ore., 
approved. 

Report, certificate and order in F. D. No. 8747, (1) authorizing 
the Great Northern Ry. Co. to construct and operate a line of rail- 
road in Deschutes county, Ore.; (2) dismissing that part of the 
application for authority to suspend operations over a line of rail- 
road in Deschutes county, Ore., approved. 

Report and certificate in F. D. No. 8615, authorizing the Rock- 
castle River Ry. Co. to abandon, as to interstate and foreign com- 
merce, (a) its entire line of railroad, and (b) operation under track- 
age rights over a branch line of the Louisville & Nashville R. R. Co., 
all in Jackson and Laurel counties, Ky., approved. 

Report and order in F. D. No. 8871, authorizing the acquisition 
by the Missouri Pacific R. R. Co. of control of the Chester & Mount 
Vernon R. R. Co., by purchase of its common capital stock, approved. 
Supplemental report and certificate in F. D. No. 2149, Seaboard 
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Bay Line Company Loan, amending certificate No. 133 for a loan to 
the Seaboard Bay Line Company to provide for acceleration of matur- 
ity and a release in part of security, approved. 


B. & O. CONTROL OF ALTON 


The Traffic World Washington Bureau 


Acquisition by the Alton Railroad Company of the property 
of the old Chicago & Alton System and its subsidiaries author- 
ized by the Commission, division 4, in Finance No. 8657, Alton 
Railroad Co. acquisition and stock issue, and acquisition by the 
B. & O. of the stock of the Alton Railroad Co., authorized in 
Finance No. 8658, Alton Railroad Co. control by B. & O. R. R. 
Co. (see Traffic World, July 18), were on conditions that the 
B. & O. should abide by the findings as to the acquisition of 
intervening short line and that routes should be kept open. 
The Commission said that its permission should not be effective 
until the B. & O. had filed an agreement and undertaking to 
comply with the condition. Such agreement and undertaking 
was filed by the B. & O. the day that the Commission promul- 
gated its decision in the two finance dockets, before mentioned, 
so that the permission is effective. 

Commissioner Eastman, concurring in part, said that he 
disagreed with the majority that the evidence which the stock- 
holders’ protective committee sought to introduce showing the 
course of dealings had with Kuhn, Loeb & Co. and others look- 
ing to a reorganization of the Chicago & Alton properties, was 
irrelevant to the issues presented and was properly excluded. 
He said that if the allegations of fact which accompanied that 
proffer of evidence could be sustained, the evidence would not, 
in his opinion, be irrelevant, and that the protective committee 
Was never accorded a sufficient opportunity to sustain those 
allegations. 

“While I have little reason to believe that under all the 
circumstances this evidence,” said Mr. Eastman, “if it had been 
received, analyzed and weighed, would have affected our final 
conclusions materially, and hence feel warranted in concurring 
in the results reached, nevertheless it should have been received 
and considered.” 


The concurring commissioner said that the Commission 
should deal broadly and not narrowly with such matters, inas- 
much as it was an administrative body, specializing in and 
dealing frequently with such situations and questions as were 
here presented. They were often complicated and difficult, he 
said, and the more the Commission added to its fund of informa- 
tion the more wisely it should be able to deal with them. He 
said it was particularly important that the Commission should 
be fully informed in regard to the dealings of bankers, or so- 
called fiscal agents, with the railroad companies and stockhold- 
ers with whom they had a fiduciary relationship. 


In that connection, he said, he thought the Commission 
should have examined more thoroughly into the item of $709,- 
530.72, described as “expenses, counsel fees, and compensation 
in connection with acquiring bonds.” There was no adequate 
explanation, hé said, of what was done which justified the pay- 
ments or why the B. & O. should assume the burden of the 
payments. 

“Kuhn, Loeb & Co. received $100,000 and its counsel a like 
amount,” said Mr. Eastman; “$154,759.25 went to the bondhold- 
ers’ committee representing 3 per cent bonds which were not 
foreclosed or acquired. Assuming that this large sum should 
have been paid, why it should have been paid by the B. & O. 
and not by the bondholders who received the benefit of what- 
ever services were rendered remains a mystery.” 

He said he also called attention to the item of $2,500,000 
described as “amount (partly estimated) required to settle 
claims, etc., and pay expenses of the receivership in accordance 
with decree of court.” The evidence, said Mr. Eastman, showed 
that a large part of this huge sum went to lawyers. 

“Railroad receiverships as they are now handled provide 
a juicy feast for lawyers, bankers, and the like,” said Mr. East- 
man. “They fatten on the corpse. I believe it possible to 
handle these bankruptcies in a more rational and economical 
way. The subject is worthy of thorough investigation.” 


D. & R. G. W. CONTROL OF D. & S. L. 


In Finance No. 8070, in the matter of the application of the 
Denver & Rio Grande Western Railroad Company, for authority 
to acquire control of the Denver & Salt Lake Railway Company, 
by purchase of stock, the applicant has advised the Commission 
of acceptance of conditions prescribed by the Commission’s re- 
port of December 2, 1930. It proposed that the Dotsero cut-off, 
however, shall be constructed by the applicant through the 
Denver & Salt Lake Western rather than through the Denver 
& Salt Lake Railway Company, as required by the Commission’s 
conditions. 
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HOCH-SMITH HAY 


A scheme for dividing the western district into two groups 
and the making of rates in accordance with a distance scale on 
hay has been submitted to the Commission by Examiners A. S. 
Worthington and M. J. Walsh in No. 17000, part 10, Hoch-Smith 
hay rates within the western district. The plan also contains 
a scale of arbitraries to be added to the scale rates prevailing 
in the eastern part of the western district in the making of 
rates, interterritorially, between the two groups. The groups 
are called western and mountain-Pacific. They are the ones 
defined in earlier cases. 

This report also embraces No. 16502, South Dakota Rail- 
road Commissioners vs. C. & N. W.; No. 12244, Oklahoma Cor- 
poration Commission vs. A. & S.; No. 19222, Wichita Chamber 
of Commerce vs. A. & S.; and fourth section application No. 
13040. 

The scale for use in the western group begins with a rate 
of 10 cents a hundred pounds for ten miles. It progresses in 
ten mile blocks to 200 miles. At that distance the rate is 26 
cents. At 100 miles the rate is 19 cents. The scale progresses 
by twenty-five mile blocks to 300 miles at which distance the 
rate is 31 cents. Then it progresses in fifty mile blocks to 1,000 
miles at which distance the rate is 58 cents. Thereafter it 
progresses in 100 mile blocks to 2,500 miles at which distance 
the rate is 88 cents. At 1,500 miles the rates is 68 cents and 
at 2,000 miles it is 78 cents. 

The mountain-Pacific scale begins with 11 cents for ten 
miles and its progress, by blocks, is the same as the other scale. 
At 100 miles the rate is 21 cents, at 200 miles 28.5 cents, at 300 
miles it is 34 cents, at 1,000 miles, 64 cents, at 1,500 miles it is 
75 cents, at 2,000 miles it is 86 cents and at 2,500 it is 97 cents. 

The arbitrary scale, to be used in making interterritorial 
rates, begins with one cent for distances up to 30 miles, be- 
comes 2 cents at 100 miles, 2.5 cents at 200 miles, 3 cents at 
300 miles, 6 cents at 1,000 miles, 7 cents at 1,500 miles, 8 cents 
at 2,000 miles and 9 cents at 2,500 miles. 

When the report was made public Secretary McGinty gave 
notice that exceptions to the proposed report would be due on 
September 15 and that the case would be argued in Washington 
on October 14 and the two following days. 


State and interstate rates are covered by the report. The 
scales recommended by the examiners are intended for use in 
making rates within and among the states. They said the 
Commission should not issue an order as to intrastate rates 
but should afford the state bodies an opportunity to adjust 
the rates within the states. The case was heard cooperatively. 
The object of the proceeding, the examiner said, was to estab- 
lish a more harmonious adjustment. 

These scales are to be used in making hay rates, although 
the examiners said that relatively little hay received rail move- 
ment. They said that that was so in part on account of its 
widespread production and in part to its low value in relation 
to bulk. On the subject of the economic condition of hay pro- 
ducers in the western district the examiners said: 


Of the hay which receives rail movement a considerable part, 
particularly of the lower grades, moves to nearby points, while the 
higher valued hays, especially alfalfa, may move considerable dis- 
tances. An increasing amount of hay is moving by truck, par- 
ticularly for short hauls. The movements, especially for the longer 
distances, tend to be somewhat irregular from year to year, reflecting 
in considerable measure drought or other adverse conditions at other 
points of production. From the foregoing it follows that no reason- 
ably compensatory scale of rates could be so low as to enable any 
considerable part of the total hay crop to move, and that, on the 
other hand, flexibility of movement is desirable. 

Changes in the demand for hay are felt most by producers of 
wild hay at distant points. An alternative to the movement of hay 
for long distances would be incréased local utilization in the form of 
feed or pasture. In the past few years increased local consumption 
has been effected to a marked extent due to expansion of the dairy 
industry and feeding of beef cattle to a larger extent, in localities 
where hay is produced. There are regions, however, whose produc- 
tive capacity exceeds any present or potential local demand, and 
other wild hay producing regions which, apparently, are unsuitable 
for the production of other crops. 


In general conclusions as to depression and the financial 
condition of the carriers, the examiners said: 


It is difficult to reach a conclusion as to the condition of the 
hay industry as a whole in the western district for the following 
reasons: (1) there are many kinds of hay, ranging from alfalfa on the 
one hand down to wild hay on the other; (2) the testimony offered 
has related to hay produced under a great variety of conditions and 
in widely separated areas; (3) little specific testimony was offered as 
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to any tame hay other than alfalfa; and (4) hay is largely an inter- 
mediate farm crop and also, in many regions, serves to restore the 
fertility of soils exhausted by other crops; and (5) as to some states 
no producer evidence was offered respecting the conditions. 

Some testimony was offered which bore on the condition of 
agriculture generally. More complete presentations of such testi- 
mony were made in other parts of this general investigation under 
the Hoch-Smith resolution. It therefore suffices to state here that 
at the time of the hearing agriculture as a whole had effected a large 
improvement over its condition in the years immediately following 
the collapse of prices in 1920, but that in only a few exceptional lines 
had there been complete and sustained recovery. During this period 
hay has had considerably less purchasing power in terms of non- 
agricultural commodities than have agricultural products as a whole. 

Summing up the separate findings by states, it appears reason- 
able to conclude that the wild hay industry in the western district 
as a whole is in a depressed condition. The plight of the wild hay 
producers is to a large extent due to (1) decreasing demand for this 
hay because of fewer wild hay consuming animals and the tendency 
to grow more hay or other forage in consuming territories to which 
it was formerly shipped; (2) distance from markets where there is 
still some demand; (3) high prices paid for land which has since 
decreased in value; and (4) in some sections such land will produce 
no other crops. 

No such clear-cut conclusion stands out in the case of tame hays 
as a class. Alfalfa in most of the regions which produce supplies 
beyond their own requirements appears to yield satisfactory average 
returns. The increasing popularity of, and demand for, this hay is 
indicated by its gradually improved price position compared with 
wild hay, although alfalfa acreage has increased materiaily while 
that of wild hay has declined. The other tame hays as a class show 
less satisfactory results, judging by such evidence as is available. 

The evidence introduced relating to the financial condition of 
the carriers in the western district is similar to that introduced in 
other parts of Docket No. 17000, including Part 7, Grain and Grain 
Products, 164 I. C. C. 619. 


As to intrastate rates on hay in the western district the 
examiners said that obviously the maintenance of intrastate 
rates upon a level substantially lower than reasonable rates 
for the interstate transportation of the same commodities tended 
to thwart the patent requirement that every just and reason- 
able rate had to be justly and reasonably related to other just 
and reasonable rates. They mentioned the cost studies sub- 
mitted by representatives of the Wisconsin and Nebraska com- 
missions, saying that at best they were but approxmations by 
reason of the many assumptions upon which, necessarily, they 
rested. 

With regard to the formal docket cases covered by this 
proposed report the examiners said that the findings in the 
general case would take care of No. 16502, of 12244, and No. 
19222. In the last mentioned case they said that no reparation 
was awarded in No. 12244 and that no reparation should be 
awarded in this one. 

The examiners recommended that the Pecos Valley South- 
ern, being owned and controlled by the Texas & Pacific, was 
not, as other short lines, entitled to add short line arbitraries 
to the standard rates. 

As to fourth section relief, the examiners said that the 
petition of the carriers in respect thereto should be granted. 
That petition was to defer action on the applicaion filed in con- 
nection with No. 16502 pending final decision in this case and 
that they then be permitted to offer testimoriy in support of 
this application if any relief is needed under the general basis 
of rates resulting from the Commission’s decision herein. 


PROPOSED REPORTS 


Onions 

No. 23167, Public Utilities Commission of Idaho vs. O. S. L. 
et al. By Examiner A. E. Later. Rates, onions, points on the 
Oregon Short Line in Idaho to destinations in Oklahoma and 
Texas, unreasonable but not unduly prejudicial to the extent 
they exceed the contemporaneous rates on potatoes. New rates 
proposed. 

Lumber 

No. 23892, Hoffman Lumber Co. et al. vs. A. C. L. et al. By 
Examiner W. R. Brennan. Rates, lumber and its products, 
points in South Carolina to destinations in central territory, un- 
reasonable but not otherwise unlawful to the extent they exceed 
or may exceed 20 per cent of the first class rates. New rates 
proposed. 

Pipe and Fittings 

No. 23903, Krupp Foundry Co. et al. vs. C. R. of N. J. et al. 
By Examiner Charles W. Berry. Dismissal proposed. Rates, 
cast-iron pipe and fittings, Lansdale and Quakertown, Pa., 
Bridgeton, Somerville and Florence, N. J., and Chattanooga, 
Tenn., to destinations within 500 miles of the named origin 
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points, not unreasonable, unduly prejudicial, or otherwise un- 
lawful. Intrastate rates in Ohio found not unduly prejudicial 
to complainants. This report also embraces a_ sub-number, 
Florence Piper Foundry and Machine Co. vs. Same. 


Metal Curtain Rods 


No. 24095, Kirsch Co. vs. S. P. et al. By Examiner Carl A. 
Schlager. Dismissal proposed. Rate, carload of metal curtain 
rods with fixtures and wooden poles with fixtures, Emeryville, 
Calif., to Sturgis, Mich., not unreasonable. 

School Books 

No. 24154, American Book Co. vs. B. & O. et al. By Exam- 
iner E. L. Glenn. Dismissal proposed. Rates, school books, 
between Cincinnati, O., and Bloomfield, N. J., and to Chicago, 
Ill., from Bloomfield and Cincinnati, not unreasonable. 


Evaporated Tank Water 


No. 24076, Darling & Co. vs. C. C. C. & St. L. et al. By 
Examiner L. B. Dunn. Dismissal proposed. Rate, evaporated 
tank water, in drums, carloads, Laredo, Tex., to Chicgao, IIL, 
applicable. Rate, Lockland and Cincinnati, O., to Chicago, in- 
applicable. Applicable rate, 22.5 cents, minimum 40,000 pounds, 
not unreasonable. 

Baled Hay 

No. 24242, Dyer & Co. vs. A. T. & S. F. et al. By Examiner 
L. B. Dunn. Baled hay, Colony, Kan., to Itta Bena and Heath- 
man, Miss., misrouted by the Santa Fe. Rate of 51.5 cents 
charged to Itta Bena, inapplicable. Applicable rate was 61 cents 
and shipment was undercharged. Reparation awarded on ac- 
count of misrouting for the difference between the rate charged 
and the one that should have been applied, amounting to $1.48. 


Meat Refrigeration 


24020, Swift & Co. et al. vs. Canadian Pacific et al. By 
Examiner C. Garofalo. Dismissal proposed. Claims for refrig- 
eration charges, frozen meat, points in Canada to San Fran- 
cisco, Calif., proposed to be found barred by the statute. 


SUGAR TRANSIT RULES 


Application for the suspension of rules prepared by the rail- 
roads for what they regard as a necessary more stringent han- 
dling of transit on sugar has been filed with the Commission 
by Edgar’s Sugar House, Detroit, Mich., and the Chicago Asso- 
ciaton of Commerce. The tariffs for which suspension is asked 
were filed by the western trunk lines and certain of the central 
freight association lines, effective July 25. 

“The above mentioned tariffs, said the first mentioned pro- 
testant, “are not in reality filed for the better handling or for 
the better protection of the rates involved in transiting sugars, 
but are simply and wholly a device, filed at the request of 
certain sugar interests, for the purpose of controlling and po- 
licing the distribution of sugars, including prices and terms, 
after the title of such sugar has passed from the original seller.” 

As to a tariff filed by E. B. Boyd, for the western trunk 
lines, his I. C. C. A-2173, item 120, the Detroit protestants said 
that it precluded the privilege of sugar in transit unless the 
original shipper, that is, the refiner or shipper at the seaboard, 
asked to have stamped on the original shipping documents the 
words “to be stored in transit.” 

“This puts the storage in transit privilege entirely in the 
hands of the orignal shipper,” says the Detroit protestants, “and 
is discriminatory as against any other owner of the sugar. It 
permits the original shipper to determine in this way where the 
sugars are to be distributed and how they are to be handled 
after the title is passed to another. It puts in the hands of 
the shipper the power of discrimination against public ware- 
house and storage companies now storing sugars in transit, and 
therefore is a device to control and discriminate in the dis- 
tribution of sugar.” 

Similar allegations were made by the Chicago Association 
of Commerce. It pointed out that under this rule practices 
violative of the interstate commerce act were possible and 
might be illustrated by a hypothetical case of two carloads of 
sugar from the same orgin point, on the same day, moving in 
the same train to the same transit point and there unloaded 
into the same warehouse, from which the two shipments were 
subsequently loaded into cars on the same day and moved in 
the same train to the same ultimate destination. The bill of 
lading for one car, the protest said, might carry the notation “to 
be stored in transit” but the other bill, contrary to the request 
of the purchaser, might carry no such notation and, although 
the two shipments were accorded the same identical transporta- 
tion service, one shipment would be given the benefit of the 
through rate from original point of shipment to ultimate des- 
tination, while the other would be assessed the higher combina- 
tion of rates to and from the storage point. 

Answering the Detroit protestant, Mr. Boyd transmitted 
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statements made by a man connected with that protestant in a 
conference on the subject of sugar transit, seemingly to show 
that the controversy was one of long standing and that the 
carriers for a year had been convinced that they had to do 
something to prevent the substitution of one sugar for another 
in transit. Mr. Boyd admitted that one transit near the factory 
or port was necessary on account of insufficient storage space 
at the peak of the sugar season. He pointed out that transit 
could be obtained by the buyer by asking the shipper from the 
factory or port to put the notation before quoted on the billing. 
He said the rule was proposed with the idea of limiting the 
transit privilege in order to prevent “the improper use of transit, 
particularly with regard to substitution defeating the applica- 
tion of the lawful through rates.” 

“There is no incentive to a refiner, a producer, or an im- 
porter or a shipper to manipulate the transit privilege,” said 
Mr. Boyd. “Experience has proved that such shippers do not 
abuse the privilege but avail themselves of it only when it is 
required. 

“The incentive to abuse rests with the buyers, the brokers 
or the jobbers to defeat his contract with the refiner in order 
to substitute one sugar for another and get the lowest balance 
of the through rate. That incentive does not lie with the ship- 
per or producer or refiner or importer, and that is the situation 
the carriers are facing, and they know it.” 

The answer said that experience had convinced the carriers 
that a buyer seldom required the privilege for the legitimate 
conduct of his business and that the jobbers had abused the 
privilege for the purpose of securing an unfair advantage over 
their competitors, with the result that the carriers had been 
compelled to render additional uneconomical, expensive and 
unnecessary service without additional compensation. It said 
that such abuse tended to break down the established basis of 
sellng sugar and to demoralize the entire sugar industry, to 
the detriment of the producer, refiner, importer, carrier and the 
public generally. It added that the carriers were entitled to 
restrict the transit privilege to the extent necessary to prevent 
such abuses if they decided to grant transit at all. The rules, 
the answer said, carried their own justification and were neces- 
sary to prevent substitution in transit which would defeat the 
lawful through rates. 

In its protest and request for suspension the Chicago Asso- 
ciation of Commerce, for itself and a number of sugar com- 
panies, incorporated excerpts from the government’s bill of 
complaint in United States vs. The Sugar Institute, Inc., et al., 
the anti-trust proceeding brought against sugar manufacturers. 

Filing of the Chicago protest brought a supplemental mem- 
orandum in support of the Boyd proposal signed by a large 
number of beet sugar makers and refiners of cane sugar, deny- 
ing, among other things that the purpose of Item No. 129 of 
the Boyd tariff was to vest in the manufacturer of sugar the 
power to dictate the extent to which storage in transit might 
be granted or withheld after the ownership of the sugar had 
passed to the customer. They alleged that the purpose of the 
rule was, first, to prevent the misuse of the transit privilege 
resulting in the defeat of the lawful through rate and the 
manipulation of the transit privilege by the sugar buyer or 
broker so as to create discrimination among buyers, and, second, 
to make the transit privilege available only in those cases where 
it was desirable and necessary, and in keeping with sound busi- 
ness practice, to maintain supplies in storage at logically con- 
stituted points for economical and expeditious delivery as 
needed. 

They said that the rule had been incorporated with the 
specific purpose of stopping the improper transiting of sugar, 
particularly at illogically constituted points for uneconomical 
and unexpeditious deliveries where the sole purpose of transit- 
ing was to defeat the through rates and to obtain unreasonable 
and preferential deliveries over buyers not willing to risk vio- 
lations of the interstate commerce act. They added that the 
main purpose of the rule was to prevent illegal transiting. The 
memorandum says it is understood that the Institute intends 
contesting the government’s suit and that its answer to the bill 
of complaint will be filed soon. It suggests that inasmuch as 
the protestants do not adopt and make their own the allega- 
tions in the government’s bill, the parts taken from that bill 
should be stricken from the protest and request for suspension, 
“or wholly disregarded, as irrelevant and impertinent” and the 
matter before the Commission be determined upon its merits, 
regardless of the government suit, not only on account of the 
facts stated but because the carriers, as well as other inter- 
ested parties, including some of the signers, are not parties to 
that suit or concerned with the allegations referred to. 

Tariffs Suspended 

The Commission, in I. and S. 3629, suspended for seven 
months that part of the sugar transit tariffs, protested by, 
among others, the Chicago Association of Commerce, requiring 
billing for sugar on which storage is desired to be stamped with 
a notation to that effect. 
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Increased Rate Hearing 


Commission Acts to Speed Up Presentation of Testimony—Hearings to Be Resumed August 10 
Instead of August 31—Rail Security Owners and Railroads Urged Revised Hearing 
Program While Shippers Protested Against Change—Carriers Close Their Case 


By Stanley H. Smith 


the 1931 advanced rate case, which began July 15 and 

ended July 21, came action by the Commission that 
makes possible a decision much earlier than was originally 
anticipated. 

Pleas by counsel for investors in railroad securities and 
for the railroads that the Commission not delay the resumption 
of the hearings until August 31, as provided in the notice of 
June 30, on procedure put in issue the question of revising the 
program. 

On July 23, George B. McGinty, secretary of the Commis- 
sion, issued a notice to the public conveying the information 
that hearings would be resumed August 10, instead of August 31, 
and including appeals to participants to cooperate with the 
Commission in the interest of expedition. The notice follows: 


Q: of the first part of the hearings in Ex Parte No. 103, 


The applicants and those supporting the applications concluded 
the submission of their evidence in chief much sooner than had been 
anticipated. This makes it possible to begin the further hearings 
which are considered necessary at correspondingly earlier dates. 

Hearings will be held during the month of August at— 


Washington, D. C., Aug. 10; San Francisco, Calif., Hotel St. 
Francis, Aug. 17; Portland, Ore., Multnomah County Court House; 
New England; Kansas City, Mo., Athletic Club; Dallas, Texas, Hotel 
Baker; Salt Lake City, Utah, U. S. Court House; Atlanta, Ga., Hotel 
Atlanta—Biltmore; Chicago, Ill., Hotel Sherman, Aug. 31. 


The hearing at Washington will begin on August 10; that at 
San Francisco on August 17; dates for the other hearings, some of 
which will be held concurrently, will be announced shortly. 


The requests for time which have already been received exceed 
practicable limits. We repeat what we said in our notice of June 
30, 1931, that evidence should ‘“‘be presented as concisely as pos- 
sible, using exhibits to curtail oral testimony.’’ Our committee of 
examiners is canvassing the requests for time, and will endeavor to 
aid in arranging for the orderly presentation of testimony and the 
avoidance of cumulative evidence. They will be available for con- 
sultation for this purpose. 


Evidence will not be received regarding treatment of individual 
railroads or minor groups of railroads and the level of railroad wages. 

Except for possible cross-examination relating to exhibit No. 15 
(valuation data), it should not be necessary to receive additional 
evidence on the subject of valuation. 


Evidence relating to the method or methods of increasing rates, 
if an increase should be granted, should be confined as far as possible 
to typical illustrations. The same applies to evidence tending to show 
the effect of higher rates upon shipper and carrier. 


Oral argument will be had before the Commission at Washington 
about 10 days after the close of the hearings, the exact time to be 
announced later. 

We iiivite the continued cooperation of all state commissions to 
these ends. 


The hearing scheduled for Chicago, August 31, will be the 
last in the proceeding, under present plans. If the hearing in 
Chicago is concluded in about a week, it will be possible for 
the Commission to begin hearing argument about September 
21, under the plan to have the argument begin about ten days 
after the close of the hearings. The case may then be sub- 
mitted to the Commission before the end of September and it 
may be that a decision will be forthcoming some time in 
October. 

Some of the hearings in the field, for which dates were not 
fixed in the notice issued July 23, may be scheduled to start 
August 10, or soon thereafter, as it is the intention to have hear- 
ings going on concurrently. 

At the Washington, D. C., hearing, beginning August 10, testi- 
mony may be received as to coal, lumber, non-ferrous metals 
and miscellaneous matters, under tentative plans. It is expected 
that this hearing will last a week or so. 

Approximately two hundred requests for opportunity to be 
heard have been received by the Commission. The western 
fruit and livestock industries, through their representatives, 
have made a large number of requests for hearing. 


Cross-Examination of Scandrett 


A rolling by cross-examination such as was given to J. J. 
Pelley for the eastern lines (see Traffic World, July 18) was 
also meted out to H. A. Scandrett, spokesman for the western 
carriers, at the July 16 session. Commissioner Eastman was the 
chief heckler of Mr. Scandrett, as he was of Mr. Pelley. But Mr. 
Scandrett seemed in a better position to repel assaults on his 
position than Mr. Pelley by suggesting that the Commission 
had to allow a domain in which the railroad presidents could 
show managerial discretion in dealing with situations that now 





existed and which would arise in the event of a grant of the 
15 per cent increase. 

Petroleum and petroleum products constituted the first 
phase about which Mr. Eastman wanted to know, bringing for- 
ward the fact that a number of years ago the carriers took less 
in the way of a rate from the midcontinent field to Chicago than 
the Commission had allowed... Mr. Scandrett said that the rail- 
roads probably would have to make adjustments. He suggested 
that the railroads would have to be allowed to exercise their 
managerial discretion in dealing with that question, as well as 
in the matter of rates on lumber, non-ferrous metals, cotton and 
fruits and vegetables, all subject to territorial competition and 
competition over routes through the Panama Canal. He said 
the railroads intended, initially, to increase the rates on all 
the commodities mentioned and then make such adjustments as 
were necessary. 

J. V. Norman raised the question whether, in instances in 
which the Commission had prescribed maximum reasonable 
rates, it could allow a further increase on a showing that the 
carriers were not earning the prescribed return without a show- 
ing that what they proposed probably would give additional rev- 
enue. Mr. Scandrett thought it could. 

Commissioner Meyer took up the point and asked if the 
volume of traffic fell off the Commission might raise the rates 
so as to enable the carriers to earn the fair return. 

“Yes,” said Mr. Scandrett, “if it is necessary to keep the 
industry alive.” 

“Where, in this record, will we find evidence of the ability 
of traffic to bear the increase?” asked Commissioner Meyer, ob- 
viously referring to the absence of testimony by traffic officers. 

“Whether it is wise to take the 15 per cent increase is a 
managerial question, I think,’ said Mr. Scandrett, who added 
that it was a railroad responsibility to determine, for instance, 
whether lumber could stand higher rates. 


In other words, Mr. Meyer suggested, the carriers were ask- 
ing for authority to make a 15 per cent increase and then to 
exercise their judgment as to reductions and adjustments that 
should be made. 

Wilbur LaRoe, Jr., asked if that proposal would not trans- 
fer from the Commission to the railroads the question as to 
what commodities should or could bear greater burdens. Mr. 
LaRoe asked if it was not true that at present the free or un- 
appropriated surplus of the railroads was $3,600,000,000 or just 
double what it was ten years ago. He suggested that they could 
pay 5 per cent dividends for seven years out of surplus alone. 
The audience, in which there were many railroad men, laughed 
at the suggestion. Mr. LaRoe also interrogatively suggested that 
in the last eight or nine years the railroads had increased their 
property investment accounts $4,000,000,000 while the increase in 
securities was only $1,500,000,000, the implication being that they 
had made the increase in property investment out of earnings. 

R. C. Fulbright asked about a moratorium on southwestern 
petroleum rates which he said the southwestern traffic men, in 
a meeting at Chicago on June 25 had talked about. Mr. Scan- 
drett said he had not heard about the matter but would talk with 
Mr. Fulbright about it when he left the witness stand. 

In answer to a question about increased rates on farm prod- 
ucts, as to whether they could bear them, asked by Phillip Por- 
ter, formerly of the Wisconsin commission, Mr. Scandrett said 
he thought the great bulk of farm products could bear increased 
freight rates as well as they bore the present rates. 

Further cross-examination of Mr. Scandrett occupied prac- 
tically all the morning session of July 17. 


Railroad Wages 


Before the witness could answer an inquiry as to whether 
railroad wages were too high, Commissioner Meyer said that 
for the purposes of the proceeding wages would have to be 
dealt with as they stood now because they were under other 
authority. 

Asked if the railroads had made a study of increased reve- 
nue they could obtain by taking advantage of maximum rates 
prescribed by the Commission in various proceedings, Mr. 
Scandrett said he knew of no such study having been made. 

Commissioner White, of Alabama, interrogated Mr. Scan- 
drett at length, particularly with reference to competition be- 
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tween railroads and motors. He asked the Milwaukee president 
whether the application for an increase in rates had originated 
with the traffic departments of the railroads or the railroad 
security owners. The answer was that it had originated with 
the railroad executives. Mr. White also asked questions re- 
lating to the Commission’s power with respect to reasonable 
railroad budgets. 

Commissioner Walker, of the Oklahoma commission, in- 
quired about the effect of a percentage blanket increase in rates 
being applied pending final determination by the Commission 
of the Hoch-Smith cases. Mr. Scandrett’s view was that be- 
cause the Commission had not completed those cases, the car- 
riers should not be denied relief now. 

O. W. Tong asked about putting the 15 per cent increase 
on rates that had been ordered increased already. Mr. Scan- 
drett said he did not think it made any difference whether rates 
had been reduced or increased, the rates in effect when the 15 
per cent increase should be permitted to become effective should 
take the increase. Mr. Tong asked what would be done if the 
15 per cent increase should drive business to the motors, and 
the reply was that that was a matter for the traffic departments 
of the railroads to consider. The interrogation about motor- 
rail traffic matters became so detailed that Commissioner Meyer 
called attention to the fact that there was a proceeding pending 
dealing with motor transport in its relation to railroads. 

M. G. Roberts, of the Frisco, when Mr. Tong pursued fur- 
ther his questioning about detailed matters, protested at the 
course that was being pursued. Commissioner Meyer remarked 
that “we are watching it.” Commissioner Lee made a remark 
indicating that he felt the cross-examination was going a little 
far afield. 

E. M. Hendricks, traffic expert of the North Dakota Board 
of Railroad Commissioners, said that the Commission’s order 
in the Hoch-Smith grain case would increase the grain rates 
in the northwest about $2,000,000 a year, and inquired whether 
on the Great Northern, for instance, the grain traffic could bear 
an increase of 15 per cent. Mr. Scandrett did not believe such 
an increase would decrease the rail movement. He said it was 
of vital importance to the North Dakota farmer that the carriers 
give him first-class service in every respect. Mr. Hendricks 
said a 15 per cent increase, without adjustments, would destroy 
relationships, and Mr. Scandrett said he thought the carriers 
might well give consideration to the question of restoring such 
relationships. He pressed the witness for an answer as to why 
the Great Northern and Northern Pacific were “in fine financial 
condition” while the Milwaukee and other roads in the north- 
west were not. Mr. Scandrett said a great many factors were 
involved that would have to be considered in answering such a 
question. 

In response to another question, Mr. Scandrett said he be- 
lieved it possible for the carriers to have rates from which the 
carriers would earn a fair rate of return. He said the railroads 
had to spend millions of dollars for unproductive projects, such 
as track elevation and track separation projects. 

John F,. Finerty asked whether the railroads had consid- 
ered stimulating traffic by rate reductions and Mr. Scandrett 
did not know of such consideration. Reference was made to 
reductions to meet truck competition, but the witness replied 
that they were not for the purpose of stimulating traffic, but to 
get traffic back from the trucks. 

Mr. Scandrett said if the proposed increased rates were 
to be made effective August 15, for instance, “there would be 
stimulation of traffic this afternoon,’ because shippers would 
want to move traffic before the increase became effective. Mr. 
Finerty remarked that that would be a temporary stimulation, 
but Mr. Scandrett replied that that “is what might be needed 
to get us over the hump.” 

Commissioner Meyer, referring to statements in the car- 
riers’ petition about tariffs being permitted to become effective 
without suspension, said the carriers were free to file tariffs 
increasing rates. He said the petition gave the impression that 
the carriers could not do so without authority of the Commis- 
sion. He said he supposed what the carriers had in mind was 
that if they filed tariffs increasing all rates, the tariffs would 
be suspended, and he said so far as he was concerned that 
assumption was correct. He put in the record, however, figures 
showing that in 1930 approximately 110,500 tariffs were filed, 
that 487 suspensions were requested and that 157 suspensions 
were made, and remarked to the effect that they showed that 
those who assumed that increases could not be proposed without 
great danger of suspension Were mistaken. 

Mr. Scandrett was asked to submit information as to 
whether the Duluth & Iron Range and the Duluth, Missabe & 
Northern proposed to increase the rates on iron ore 15 per cent, 
and also as what other ore carrying roads proposed to do in 
that regard. He said the information would be submitted. 
Western railroads have substantially reduced passenger 
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train service to effect maximum economy in their operation, 
according to Mr. Scandrett. He said that in 1929, the total 
passenger train mileage between Chicago and St. Louis was 
3,466,855 and that in 1931 passenger train mileage between those 
two points would be reduced to 3,131,878; that between Chicago 
and Kansas City the reduction would be from 5,147,879 in 1929 
to 4,473,527 in 1931; that between Chicago and Omaha the 
reduction would be from 8,551,899 in 1929 to 7,832,936 in 1931, 
and that between Chicago and the Twin Cities the reduction 
would be from 7,516,303 in 1929 to 6,252,257 passenger train 
miles in 1931. 

“On these four runs just listed,” said he, “the total passenger 
train mileage of the western carriers amounted to 24,682,936 
in 1929. In 1930 this figure had been reduced to 24,256,713 
and the corresponding figure for 1931 is estimated at 21,690,598. 
Under present conditions this figure will be substantially re- 
duced again in 1932, as the elimination of certain trains occurred 
well after the first of the year in 1931 and the full effect of 
these reductions in service, on an annual basis, will not be 
apparent until next year.” 

Dealing with his own railroad, Mr. Scandrett testified that 
the total passenger train mileage of the Milwaukee in 1929 
amounted to 16,219,840. In 1930 this figure had been reduced 
to 15,407,492, while he estimated the corresponding 1931 total 
at 12,737,967 and fixed the 1932 total on the basis of schedules 
now existing at 11,978,000 passenger train miles. 

“It thus appears,” said he, “that from 1929 to 1930 there 
was a reduction of more than 5 per cent in passenger train 
mileage on the Milwaukee road. Ninteen hundred thirty-one 
passenger train mileage will show a reduction of more than 21 
per cent under the 1929 total, while 1932 will show a reduction 
below 1929 of more than 26 per cent.” 

Discussing the relative desirability of reductions in branch 
line and local passenger service as compared with reductions in 
through service, Mr. Scandrett pointed out that the Milwaukee 
road was now operating four eastbound and three westbound 
trains daily between Chicago and Minneapolis, two trains daily 
each way between Chicago and Omaha and one train daily 
between Chicago and Kansas City. 

“If our passenger service between these specific points,” 
said he, “was reduced to an absolute minimum of one train 
daily in each direction, such a drastic slashing of our through 
schedules would produce a saving of only 8 per cent in the 
total passenger train mileage of the Milwaukee road.” 

In this same comparison of through service with local and 
branch line service Mr. Scandrett pointed out that “the fleet 
of thirteen crack trains operated by the Milwaukee road in 
the month of April, 1931, ran a total of 387,390 miles and pro- 
duced gross revenues amounting to $854,148. In the same month 
the total passenger train mileage of the Milwaukee road totaled 
1,121,708, while the gross revenues earned by all passenger 
trains amounted to $1,361,802. 

“In other words,” he continued, “these thirteen through 
passenger trains in April, 1931, accounted for only 34.5 per 
cent of the total passenger train mileage of the Milwaukee road, 
while they produced 62.7 per cent of the total passenger train 
revenues which we received in that month.” 


Cross-Examination of Cole 


In the course of cross-examination of W. R. Cole, president 
of the Louisville & Nashville, Commissioner Meyer said the 
Commission was charged with a duty that required it to go 
beyond the mere queston of revenue needs. Mr. Cole remarked 
that if that was the view, what was the significance of the 
language in the law relating to a return of 5% per cent. Mr. 
Meyer said he did not mean to suggest that this was the kind 
of a case in which the Commission would be required to adjust 
the details of particular rates—that this was clearly not that 
kind of proceeding. 

Mr. Cole said there was always somebody standing around 
saying that the troubles of the farmer were due to railroad rates, 
and referred to studies of the Bureau of Railway Economics as 
to the relation of rates to prices. He offered as an exhibit one 
of the bureau’s studies in that respect as to wheat. Commis- 
sioner Meyer raised a question as to how far the scope of the 
hearing would be extended by introducing such an exhibit in 
the record and finally, after some discussion, Mr. Cole withdrew 
it. He said the study warranted the general conclusion that 
fluctuations in prices were equal to or exceeded freight rates 
which remained practically unchanged during the period of the 
study. 

“If tomorrow the carriers should offer to haul wheat for 
nothing,” said he, “it would not make any change in the price 
of wheat—the result of the inevitable law of supply and de- 
mand.” 

Mr. Cole declared that if the railroads were to be main- 
tained in a state of efficient operation, those who must use the 
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railroads had to pay the bill because there was no one else to 
pay it. 

Commissioner Lewis asked whether the situation under dis- 
cusson did not grow out of a surplus of transportation, referring 
to motor and pipe line competition. Mr. Cole said if the rail- 
roads had more traffic they would not be faved with the situa- 
tion they were. Whether the situation was due to surplus of 
transportation or not, he did not see where “that leads us.” 
He said the country had the railroads and either had to main- 
tain them or not. He said if the railroads were a moribund 
industry, why, the only thing that could be done would be to 
send for the undertaker to take away the corpse—that if the 
country could get along without the railroads, the shock that 
would result from dropping them would be a mere incident in 
the economic growth of the country. He believed that the 
method proposed by the railroads was the correct way to meet 
the situation, but said if there were any other way and the 
Commission was in position to offer another remedy, the rail- 
roads would welcome it. 

In the discussion with reference to surplus of transporta- 
tion, Mr. Lewis estimated that the losses in revenue suffered 
by the railroads on account of competition with other agencies 
of transportation would make up for the decreased revenue of 
the rail carriers. 

Commissioner Hannah, of Tennessee, asked Mr. Cole if he 
would not state in a few words just what was the emergency 
faced by the railroads. He replied that such an answer would 
be a resume of the testimony theretofore given, but pressed 
for an answer in a few words, he said he should say that the 
railroads were confronted with an emergency arising out of the 
fact that the present level of earnings and the level that had 
obtained for some time and the prospective level were not suffi- 
ciently great to enable the carriers to maintain their credit and 
operate their properties safely and efficiently. 

Commissioner Eastman referred to the substantial decline 
in commodity prices in connection with interrogation as to the 
ability of industry to stand an increase in rates. Mr. Cole said 
it was the opinion of the rail executives that the beneficial effect 
of stimulation of railroad purchasing would result in improved 
conditions for industry in general. Mr. Eastman asked if that 
did not depend on the railroads getting the revenue they antici- 
pated they would get from the increased rates, and Mr. Cole 
said that that was true. 


Mr. Eastman asked if Mr. Cole recalled when in any other 
serious depression the railroads had proposed an increase in 
rates. The witness had nothing to offer along that line and 
then the commissioner referred to the panic of 1893, when the 
railroads were not “obstructed” by regulation, and could do 
what they wanted to do about rates, and asked whether Mr. 
Cole would be surprised to learn that the railroads had actually 
reduced rates then. The witness replied that with the knowl- 
edge of what went on in those grand old days, he would not be 
surprised at anything. 

Commissioner Eastman asked whether Mr. Cole did not 
know of many unregulated industries that were in bad condi- 
tion. The witness replied that he knew of a great many that 
were strongly fortified and able to weather existing conditions. 

The witness was subjected to quite extensive questioning 
by Mr. Eastman with reference to excepting particular classes 
of traffic from the proposed increase, but Mr. Cole said his 
position was that even if he knew of a class of traffic where 
an increase in rates would not produce an increase in revenue, 
he nevertheless thought that the proper procedure was to apply 
the 15 per cent increase generally, with adjustments being 
made later that the traffic officials deemed necessary, as such 
adjustments were going on constantly. He believed the com- 
plications that would result from an attempt to except certain 
classes of traffic from the increase would be so great that the 
objective sought now would be defeated and would amount to 
overturning the revenue application of the carriers into an 
ordinary rate case. The commissioner asked Mr. Cole if he 
had talked with Charles Barham about increasing class rates 
for certain distances in the south. Mr. Cole said he had not 
and reiterated his statement as to making the increase apply 
generally and then later deal with individual situations that 
might require adjustments. 

Under cross-examination by John F. Finerty, Mr. Cole 
said his position was that if rates were increased 15 per cent 
the carriers naturally would get an increase in revenue and that 
he did not think that the burden rested on the carriers to prove 
that. He said if the case were turned from a revenue case into 
a rate case involving the entire rate structure, the patient 
could die before the doctor could get to the bedside. 

There were questions relating to the ability of industries 
to stand an increase in rates. 

“Should we consider what the traffic will bear?” asked Com- 
missjoner Eastman. 
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“I think the Commission should take into consideration any 
pertinent facts,’ replied Mr. Cole. 

The commissioner did not regard that as an 
his question. 

“Suppose I can’t answer it?” asked Mr. Cole. 

“Very well; if you can’t answer it, well and good,” replied 
Mr. Eastman, indicating by his attitude that he was displeased 
and irritated. 

The commissioner did not further question Mr. Cole. 

Mr. Finerty as’ed whether the Commission must not con- 
sider the effect of an increase on traffic. Mr. Cole said the 
Commission should determine whether the increase would 
produce an unreasonably high rate level. He said the primary 
duty of the Commission was to permit rates that would meet 
the emergency. 

Mr. Finerty remarked that the carriers’ showing was limited 
to the need for revenue. 

Mr. Cole said the Commission should permit introduction 
of such testimony as was pertinent to the discharge of its 
duties and if and when it reached a conclusion that the grant- 
ing of the application should be allowed, the application should 
be allowed forthwith. 

R. C. Fulbright, as counsel for the Southern Pine Associa- 
tion, questioned Mr. Cole. He asked what factors should be 
considered in determining what the rate level should be and 
mentioned need of revenue as first. 

“First, last and all the time,” interjected Mr. Cole. 

Mr. Fulbright inquired as to the effect of the 10 per cent 
reduction in rates in 1922, having developed that after that 
reduction business had substantially improved. Mr. Cole ad- 
mitted the improvement in business, but could not say that it 
was due to the 10 per cent decrease in rates, or that the reduc- 
tion stimulated prosperity. 

“We are not asking for prosperity,” said Mr. Cole. 
are asking for existence.” 

‘T’ll get at that directly,” said Mr. Fulbright. 

“TI want to get at it now,” replied Mr. Cole. 

Asked what the railroads would do if they did not get an 
increase in rates, Mr. Cole replied: “God only knows.” 

Pressed as to the financial condition of the L. & N., Mr. 
Cole said that at the moment the company was solvent. He 
referred to statements made by Mr. LaRoe that the railroads 
had a great surplus and said the surplus of the railroads was 
invested in the properties and that if dividends were paid on 
stock out of that he supposed the railroads could give one 
stockholder a locomotive, another a box car and a small stock- 
holder a railroad spike. 

Mr. Cole touched on what he regarded as unreasonable 
demand on the part of the public for passenger train service 
they did not use and told of a hearing on an application for 
permission to abandon such service to which the protestants 
came in automobiles. 


At another point Mr. Cole indicated he thought that it would 
be impossible to proceed on the basis of determining that every 
industry should be found first to be in good condition before 
granting an increase in rates. 

W. E. Rosenbaum, of St. Louis, questioned Mr. Cole about 
maintenance of existing differentials on coal and asked why 
the carriers proposed to maintain them on coal and coke and 
not on other commodities. Mr. Cole said it was because of the 
large volume of coal traffic and the fact that the differentials 
had been in effect for a long time. He also said the carriers 
were following what was done in Ex Parte 74. 


answer to 


“We 


Change in Program? 


At the close of the hearing July 17, Charles E. Elmquist 
said a conference of shippers would be held after the hearing 
for consideration of procedure when the shippers submitted 
their side of the case beginning August 31, to the end that the 
proceedings might be expedited. The reference to resumption 
on August 31 brought Grenville Clark, counsel for the committee 
representing life insurance companies and savings banks, to 
his feet with the announcement that he would make a motion at 
the proper time that the hearings continue from day to day 
until the hearing was finally concluded because of the great 
emergency. 

This matter wes referred to by Commissioner Meyer when 
adjournment was taken at noon July 18 until July 20. He said 
that, beginning Monday, following completion of cross-examina- 
tion of Fairman R. Dick, chairman of the security holders’ 
committee on the railroad emergency, who was on the stand 
July 18, witnesses for lines on the Great Lakes, short line 
railroads, several chambers of commerce in favor of the rail- 
roads’ petition, and neutrals and adversaries would be heard to 
the extent that witnesses classified as “neutrals” and “adver- 
saries” were ready to proceed. Then he said the proposal of 
Mr. Clark would be considered after the Commission had heard 
the views thereon of those participating. He said the Com- 
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mission had made the program it had in the light of the best 
information but it might be that something different might be 
arranged. However, he added, there was no change to announce 
in the plan that day. He asked the various interests to select 
spokesmen for the discussion of the Clark proposal. Mr. Elm- 
quist indicated that that had been done by a group of shippers. 

At the meeting of shippers called by Mr. Elmquist a pro- 
posal for appointment of a steering committee was _ tabled, 
objection having been made to that course because of possible 
conflict of diverse interests. It was decided that there should 
be cooperation to prevent duplication of evidence regarding 
the financial condition and accounting statistics of the carriers. 
A resolution was adopted opposing a change in the program for 
resumption of hearings August 31. 

Before Mr. Dick took the witness stand the morning of 
July 18, Mr. Bikle, in charge of the case for the carriers, an- 
nounced that the carriers rested their case, the last witness 
having been Mr. Cole. 


F. R. Dick on Stand 


Mr. Dick submitted an elaborate statistical exhibit dealing 
with the decline in the market value of railroad bonds, in sup- 
port of the position taken by the security owners that the rail- 
roads faced a crisis that should be met by a rate advance. He 
said the emergency was to be tested by the ability of the rail- 
roads to raise new money and that with the exception of a few 
roads, it was now impossible for roads to raise new money 
through normal channels. He said savings banks had prac- 
tically ceased buying railroad bonds. 

Mr. Dick compared decline in prices of rail bonds with 
Jerman bonds, referred to the nations of the world going to the 
aid of Germany and pleaded for action by the American people 
to help the railroads. He said some railroad bonds had col- 
lapsed as greatly as had German bonds due to the situation in 
that country. 

Commissioner Meyer interrupted at this point, holding a 
book in his hand which he said was the annual report of the 
New York Stock Exchange. He said members of the Commis- 
sion had found copies of the report on their desks. He referred 
to a chart in the report showing there had been a greater drop 
in the average price of non-rail bonds than rail bonds. 

Mr. Dick thought if the country could afford concrete high- 
ways filled with traffic, radios and hot dog stands everywhere, it 
could stand an increase in freight rates to help the railroads out 
of their present difficulties and that it was sheer nonsense to 
think otherwise. 

Commissioner Meyer said the railroads had been free to 
adjust rates—that they had been free all these years to antici- 
pate this situation by the filing of percentage tariffs on individual 
commodities. 

Commissioner Lewis said it was talked about that the Com- 
mission was reducing rates while the fact was that the railroads 
were cutting rates to meet competition and that there was a 
surplus of transportation. These were difficult aspects of the 
problem, the commissioner indicated. 

Commissioner Eastman, R. C. Fulbright and John F. Finerty 
cross-examined Mr. Dick July 20. Mr. Fulbright announced 
he was asking questions on behalf of the Southern Pine Asso- 
ciation, the Phelps-Dodge Corporation and other clients but 
not for the National Industrial Traffic League. He explained 
that Luther M. Walter, counsel for the League, would ask ques- 
tions for the League. Mr. Walter read into the record the 
part of the resolution adopted last week by the League’s ex- 
ecutive committee providing for active participation by the 
League in the proceeding, indicating the extent to which it 
would participate. Mr. Fulbright said the newspapers had said 
he was appearing for the League. 

Commissioner Eastman referred to what he said were high 
rates of dividends paid by the railroads in 1930, the dividend 
rates of individual roads, and then brought up the question 
of the effect of the evidence submitted in the proceeding by 
the railroads and security owners on the credit of the railroads. 
Mr. Dick thought some investors might be alarmed at the dis- 
closures, but that many others would be assured that relief 
would be speeded up. 

Asked whether he was not contending that the granting 
of the application would be an important factor in restoring 
general prosperity, Mr. Dick said he was supremely confident 
that that would be the result and that restoration of confidence 
was behind the whole business. Commissioner Eastman indi- 
cated by questions that he felt that the way the case was being 
presented by the proponents, if the permission to increase rates 
were granted and then the increased revenue did not material- 
ize the investors would be hopeless, and also that if the ap- 
plication were denied, the investors would be hopeless. 

Mr. Dick did not know that the carriers would get a cer- 
tain increased revenue from the proposed increase, if made 
effective, but he indicated he believed the amount of increased 
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revenue would not be so important at the beginning as the 
confidence that the action of the Commission in approving the 
application would engender and that increased activity all along 
the line would result. He said if confidence were restored the 
railroads could get new money, improve their methods and 
reduce costs. The commissioner asked about increasing the 
railroad plant and Mr. Dick believed it should be increased 
because he did not believe that the railroads were a dying 
industry and that there would be a great increase in business 
in the future, though as to just when that would be he said he 
could not say. 

By turther questions Mr. Eastman indicated doubt as to 
the benefits that might flow from an increase even if more reve- 
nue were obtained thereby, by referring to the large capital 
expenditures of the railroads in 1930 and the distribution of 
some $800,000,000 by the government in adjusted compensation 
to war veterans and pointing out that those things had not 
restored prosperity. 

Assuming that the revenue need were shown, would it be 
for the Commission to decide the wisdom of permitting an 
increase at this time or should that question be left to railroad 
management, was another query put forward by Mr. Eastman. 
Mr. Dick agreed with the commissioner that the Commission 
had the right at least to inquire into the matter from that angle. 

Mr. Dick also was asked by Mr. Eastman whether this was 
not a unique case in that an industry, in a depression, was 
seeking to increase prices, and whether he knew of any other 
industry increasing prices at such a time. Mr. Dick did not 
at the moment. Reference was made to an increase in cigarette 
prices. 

Mr. Eastman wanted to know whether the Van Sweringens 
were “still financing’ the National Association of Owners of 
Railroad and Public Utility Securities. Mr. Dick did not know 
it had been so financed. 

Mr. Fulbright referred to the fact that certain railroad 
bonds had increased on the stock market since June 1. Mr. 
Dick attributed some of that to the fact that the application 
for an increase in rates had been filed and that investors did 
not feel that the situation was so hopeless. He said if the ap- 
plication were granted, the bonds would go up some more. He 
said the market also showed that a considerable number of in- 
vestors believed that the outcome of the case would be fa- 
vorable. 

Mr. Finerty questioned the witness about excepting traffic 
that it might be determined could not stand an increase and that 
would not yield an increase in revenue if increased rates were 
applied. Mr. Dick, discussing the matter, said he was an out- 
sider on rates. As to whether the Commission or the rail ex- 
ecutives should make exceptions as to the increase, Mr. Dick 
thought the Commission should leave it to the executives and 
hold them responsible. 

None of the ideas as to relief of the railroads, such, for 
instance, as regulation of the trucks, in the opinion of Mr. Dick, 
could be applied in time. He said that that was obvious, while 
answering questions on re-direct examination, by Fred N. Oliver, 
counsel for the security holders’ committee. 

Talk about the effect of Commission decisions on investors 
by Mr. Dick caused Commissioner Meyer to ask what effect 
the decisions in the eastern and western class rate cases had 
upon them. 

“I don’t know,” said Mr. Dick. “I don’t think they knew 
what it was all about.” 


Other Witnesses 


Mr. Dick was followed on the witness stand by representa- 
tives of Great Lakes steamship lines, short line railroads and 
other endorsers of the application of the railroads. The great 
lakes lines were represented by their counsel as being only a 
ripple in this ocean, but he said they needed greater revenue 
as much as the railroads. 

W. R. Evans, auditor of the Great Lakes Transit Corpora- 
tion, operating nineteen freight boats and three passenger 
vessels, presented statistics showing that in 1930 its rate of 
return was only 1.86 per cent upon its property investment in 
freight ships and a deficit of 3.16 in its passenger ship invest- 
ment. 

“Give us the 15 per cent increase the same as the rail- 
roads,” said Mr. Evans, “and we will adjust the differentials.” 

The fact that the Minnesota Atlantic Transit Co. line was 
being operated by a receiver, said A. R. Sheff, its traffic man- 
ager, constituted a complete showing as to the financial condi- 
tion of that carrier and the reason for its position that any 
increase given to the all-rail rates should also apply to the 
lake-and-rail rates. 

Commissioner Lewis asked a number of questions about 
competition among United States and Canadian lines and men- 
tioned the differential line of the Canada Atlantic line, familiarly 
known as the Cat Line. Mr. Sheff said that that was an Amer- 
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ican line that had joint rates with Canadian railroads. He added 
that that line was also endorsing the position of the other lake 
lines. 

J. C. Gillespie, general freight agent of the Nicholson 
Universal Steamship Co., also asking for treatment the same 
as that which might be given to the railroads, said that that 
line was primarily a carrier of automobiles, 95 per cent of its 
traffic consisting of motor vehicles. He submitted figures show- 
ing a heavy loss of traffic in 1930 in comparison with 1929, the 
first year of its operation, and a heavier loss in the first five 
months of this year. 

Ben B. Cain, speaking for 153 short line railroads, asked 
for and obtained permission to introduce an exhibit at a later 
time. He said that on account of the work of the Bureau of 
Railway Economics on the main part of the case the short 
lines had not been able to complete their exhibit showing their 
condition. Any evidence the short lines might present, Mr. 
Cain said, would be cumulative. Therefore they desired to con- 
fine their participation to the presentation of the exhibit when 
completed. 

Cc. J. Field, for the Virginia Central, a short line not a 
member of the association, put in a statement of its financial 
condition showing a net for it never greater than 2.04 per 
cent, which high point was achieved in 1929. 


Cleveland Chamber Supports Increase 


Andrew H. Brown, assistant transportation commissioner of 
the Cleveland Chamber of Commerce, appeared on behalf of the 
board of directors of the chamber in support of the carriers’ 
petition for a general freight rate advance, subject to the quali- 
fication that the chamber opposed the differential theory basic- 
ally. As to the latter he said it was always unfair to some and 
unduly favorable to others. 


As to the position taken by some that the railroads were 
no worse off than industry in general and that they therefore 
should not receive special consideration, Mr. Brown said the 
railroads were engaged in a business which, by reason of its 
entirely essential nature, was impressed with a public interest, 
and that such businesses were legally entitled to earn a reason- 
able return and only such a return on the property devoted to 
the public use. 


“In other words they are not of a nature which permits them 
to secure great profits in times of prosperity, and we hold that 
they should therefore be less subject to the adverse influences 
of bad times,” said he, continuing in part as follows: 


This public nature of railroad employment has led to the use 
of their securities as underlying investments for such basic institu- 
tions as insurance companies, savings banks and trust estates.. We 
believe that the good faith of the people of the United States is 
pledged to the maintenance of some sort of stability in such securities. 

As a commercial organization we fear any further general cur- 
tailments in carrier operating and capital expenses. Obviously, reduced 
wages or reduced numbers of employes must necessarily further re- 
duce the buying power of the country. That in turn will cause further 
recession in general business. Reductions in railroad purchases for 
maintenance, additions and betterments have already adversely af- 
fected business. We hope to see a continuance of the vicious circle 
avoided. 


But of perhaps more direct importance is the fact that it is 
inevitable that further sharp curtailments in operating expenses must 
reduce the efficiency of our present service. We now have an excel- 
lent and adequate system of rail transportation ...A 15 per ecnt 
increase in freight rates would certainly not offset the losses which 
would result from a breakdown of rail transportation. 


A horizontal general increase is a relatively simple matter and 
can be used to meet the emergency. It will spread to all forms of 
traffic the added cost and cause the least possible disruption of 
business ... Generally speaking, the level of freight rates is borne 
by the community at large. The relationship of freight rates is ab- 
sorbed in competition and it is these relationships which we _ feel 
to be of greater importance than the general level. A general in- 
crease upon all communities and all commodities will in a short time 
be cared for in commodity prices and will not be felt. 


Any increase in freight charges is sure to result in some additional 
diversion of competitive traffic to highways, waterways and pipe lines. 
However, it is our experience that the importance of some of those 
diversions has been overestimated of recent years and the fears of 
greatly increased diversions are still more exaggerated. Cleveland is 
rather heavily interested in highway transportation. We have esti- 
mated truck movements to and from Cleveland during 1929 and 1930 
at 465,000 and 375,000 tons respectively. In 1929 the total rail ton- 
nage amounted to 35,250,000 tons in round figures, and in 1930 to 
25,000,000, so that, in 1929 highway traffic amounted to only 1.32 per 
cent of the rail movement, and in 1930 to 1.47 per cent. Part of this 
tonnage economically belongs to the highways and no amount of rate 
adjustment will secure its return—nor will any amount of increase 
enlarge the diversion from the railroads. Highway transportation 
charges on the whole are adjusted with relation to rail rates, partic- 
ularly on that traffic which is competitive and in connection with 
which there may be said to be a competitive struggle between rails 
and roads. There is no doubt in my mind but that this relationship 
will continue. Highway transportation companies are in none too 
excellent financial condition themselves and will welcome the relief 
which advanced rail rates will give them. As to the rest of the traffic 
diverted to highways, the rail lines will certainly lose more by de- 
terioration in service than by any other means. There are also 
questions as to the economic fitness of trucks to render some of the 
services they are now attempting. As to those, it is doubtless true 
that an increase in rail rates will prolong their operations, but in no 
great degree will it work to a permanent diversion of business. 


The Traffic World 












PAGE 187 








In general the same observations will 
water services. 

We do not believe that a general rate increase, if uniformly 
applied, will stifle the movement of any really important commodity. 
If the amount of this proposed increase be calculated on most com- 
modities, it will be found to be of but little weight when applied 
to commercial units. A 15 per cent inrcease would amount to 10 
cents on each hog shipped to Cleveland from Chicago and the Cleve- 
land live stock market will in the long run reflect Chicago prices plus 
freight plus shrinkage. The 10 cents then is certain to go into the 
price of meats. Allowing for shrinkage and loss in packing it would 
work out perhaps a fifth of a cent per pound in the price of meat 
to the retailer. On any particular commodity having a relatively 
high value a similar comparison can be made. On others, where 
transportation costs are a large part of the delivered cost the effect 
would of course be greater. However, I do not know of any com- 
modity of which it could safely be said that a 15 per cent increase 
would stifle its movement. If there be any, the rail lines ought to 
have the intelligence to meet the situation. 


apply to pipe line and 


When he had completed the submission of his testimony 
Mr. Fulbright asked him whether the matter of the position of 
the chamber had been submitted to the membership. Mr. 
Brown said it had not. Mr. Fulbright wanted to know whether 
the Van Sweringens did not control a number of truck lines 
operating into and out of Cleveland, but the witness said he 
did not know. 

On re-direct testimony Mr. Brown said, in answer to Mr. 
Fulbright’s question as to whether the matter had been sub- 
mitted to the membership of the chamber of commerce, that 
referenda of the members were never taken. 

“The Cleveland Chamber of Commerce is a corporation 
governed by a board of directors,” said Mr. Brown. “The board 
governs it the same as directors govern all corporations. I 
will say further that the members of that board represent cross 
sections of the membership.” ° 


Widell Notes Exception 


C. E. Widell, traffic man of the Tennessee Products Cor- 
poration, operating coal mines by-product coke ovens, hard wood 
distillation plants, glass furnaces and the only charcoal iron 
furnace in the south, he said, favored the increase with an 
exception. His exception was the interterritorial rates. Adding 
fifteen per cent to the interterritorial rates, he said, would 
destroy the progress that had been made in the southern class 
rate investigation and put the southern shipper back on a 
high level of rates again in his efforts to compete with the 
north and east. A ten per cent increase in the interterritorial 
rates, he said, would be equivalent to a fifteen per cent increase 
in the intraterritorial rates. 

Any percentage increase in rates, he said, would bring an 
increase in revenue. None of his company’s tonnage, 20,000 
cars a year, he said, would go to another form of transportation 
by reason of any increase in rates within the limits or reason- 
ableness. 

“Our fortunes are bound up with those of the railroads,” 
said Mr. Widell. ‘Conditions now are unlike those prevailing 
at the time of any other general increased rate case. Any in- 
crease that may be allowed should be allowed as an emergency 
measure. We have ample facilities and excellent service. The 
transportation system may be too large, as has been suggested, 
but my thought is that we should continue the present system 
until conditions crystallize. We believe there will be an enormous 
increase in traffic and that the need for transportation will be 
great. It is our opinion that the present traffic must bear the 
burden of present conditions.” 

Commissioner Meyer said to the witness that his idea 
seemed to be that an increase should be made by percentage, 
but perhaps not by 15 per cent. Mr. Meyer asked him to sup- 
pose that the Commission made a 5 per cent increase and then 
to say how the remainder of the needed revenue should be 
obtained. The witness said he could not say. Mr. Meyer asked 
him if he thought a flat charge by the car would be better than 
a percentage increase. 

A specific or flat charge, Mr. Widell said, would be easier to 
take out of the rate structure after the emergency had passed 
than a percentage increase, which he said would become part 
and parcel of the structure. 

In cross-examination of Mr. Widell, it was brought out that 
his company sold coal to railroads. 


Chicago for Increase 


C. E. Hochstedtler, traffic director of the Chicago Associa- 
tion of Commerce, testified with regard to the following reso- 
lution adopted unanimously by the executive committee of the 
Chicago Association of Commerce: 


Whereas, on the basis of their present earnings thus far during 
the present year, there is grave danger that many of the larger 
and stronger railroads may fail to earn the requisite amount to 
assure the continuation of their securities on the accredited list of 
legal investments for insurance companies, savings banks and trusts, 
thus endangering the credit of such railroads and intensifying 
the present economic depression, which condition, in the opinion of 
the Chicago Association of Commerce (representing the shippers of 
Chicago, Illinois, and vicinity), constitutes an emergency; and 
Whereas, the steam railroads of the United States have caused 
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to be presented to the Interstate Commerce Commission an appli- 
cation for an increase of 15 per cent in all freight rates and charges, 
for the purpose of successfully meeting the existing emergency; 
therefore, 

Be it Resolved, That the Chicago Association of Commerce ap- 
prise the Interstate Commerce Commission that it supports a rea- 
sonable increase in freight rates if, in the judgment of that body, 
such increase will, in fact, result in increased railroad revenue, 
thus tending to stabilize railroad credit, assure an adequate railroad 
transportation system, and improve the general economic conditions; 
subject, however, to the following reservations: 

(1) That experience has demonstrated that general horizontal 
inceases serve to disrupt many important rate relationships, thus 
producing discriminatory results; so that the foregoing action is 
taken without prejudice to the immediate readjustment, following 
the increase, of such situations; 

(2) That since the present level of railway wage scales is at or 
above the war time level, notwithstanding the subsequent material 
reduction in the cost of living and the downward revision of wages 
in many industries which will be called upon to pay such increased 
rates as may be authorized in this proceeding; therefore, serious 
consideration should be given to a proper revision of railway wages; 

(3) That the Interstate Commerce Commission, in its considera- 
tion of this emergency measure, should take judicial notice of the 
relatively low intrastate rates which at present obtain in many states, 
particularly in Western Trunk Line territory; and the opportunity 
for increasing railroad revenue by the placing of such rates upon 
a substantial parity with the interstate rates. 

(4) That such increase in freight rates as may result from this 
proceeding should be deemed a remedy for the present temporary 
emergency; and, with the return of normal conditions, the railroads 
should be required to effect a downward revision of all freight rates 
here involved, observing the same general plan as may be obsérved 
in effecting the increase. 


The resolution said the association supported a reasonable 
increase in rates if, in the judgment of the Commission, such 
increase would result in an increase in revenue. This caused 
Commissioner Meyer to ask questions as to how the Commission 
was to determine that and as to whether it should take testi- 
mony specifically on that point. Mr. Hochstedtler indicated that 
he felt that in the course of the hearings the Commission would 
hear evidence going to that phase of the matter and also that 
out of the Commission’s general knowledge and experience and 
the information it would obtain in the hearings, it would be 
able to decide that question. 

Mr. Hochstedtler said he had been advised by railroad 
executives that they estimated that, because of adjustments that 
would be necessary, a 15 per cent increase in rates would 
produce about an increase of 8 per cent in revenue. 

As to an 8 per cent increase in revenue, Commissioner 
Lewis asked whether it would not be better to make the per- 
centage increase in rates less than 15 per cent and then hold 
the carriers to it. The witness believed that whatever per- 
centage increase were made, adjustments would be necessary. 

The effect of motor and river competition on the railroads 
was discussed. Mr. Hochstedtler did not think that river trans- 
portation would hurt the railroads on the theory that increased 
industrial activity would increase business generally. 

Mr. Walter asked about a recent change in Illinois law 
relating to motor trucks with respect to restricting their opera- 
tions and asked the witness to prepare a statement as to those 
changes in connection with consideration of the rail-motor com- 
petitive situation. There was also discussion of pipe line com- 
petition and the effect on coal traffic of a gas pipe line into 
Chicago. 

Charles E. Blaine, of Phoenix, Ariz., developed that the 
live stock and packing interests of Chicago had not endorsed 
the resolution of the Chicago association. The witness said 
he understood those interests would speak for themselves. 

Donald O. Moore, traffic manager of the Pittsburgh Cham- 
ber of Commerce, testified with reference to a resolution of 
the chamber in support of the application of the carriers with- 
out waiving the right to protest any adjustment that might be 
adverse to the Pittsburgh district in comparison with other 
districts or other commodities. 

James C. Davie, of Philadelphia, Pa., representing the II- 
luminating Glass Ware Guild, questioned Mr. Moore with a 
view to showing that all members of the Pittsburgh Chamber 
of Commerce were not in favor of the resolution. Commissioner 
Meyer smilingly cut short the line of questioning by saying it 
was plain to everyone that Pittsburgh was not entirely unani- 
mous. 

Benjamin C. Marsh, executive secretary of the People’s 
Lobby, opposing the carriers’ petition, charged the railroads 
with forcing government ownership by this move. 

M. O. Lorenz, director of the Bureau of Statistics of the 
Commission, was put on the stand to answer some questions 
about the valuation data in the compilation made by the bureau 
and put in the record by the Commission. 


Refrigeration Charges 


Mr. Bikle, for the carriers, announced that refrigeration 
carges were included in the petition for a 15 per cent increase. 
W. F. Dickinson, general solicitor of the Rock Island, with 
respect to cotton compressed in transit, said that, for illustra- 
tion, the total published rate of $1, including 18 cents for com- 


The Traffic World 


Vol. XLVIII, No. 4 





pression, would be increased 15 per cent or to $1.15; that the 
compression charge of 18 cents would be deducted and the re- 
mainder retained by the carrier. Mr. Fulbright asked what 
would be done with the rate on compressed cotton delivered to 
the carrier. He said if an 82-cent rate were increased 15 per 
cent the relationship to the rate on the cotton compressed in 
transit would be disturbed. Commissioner Walker, of Okla- 
homa, said the carriers were proposing, on cotton compressed 
in transit, to take a 15 per cent increase on the rate of 82 cents 
and on the compression charge of 18 cents, but only turn the 
compression charge of 18 cents over to the compressor. This 
discussion caused Mr. Dickinson to indicate that the questions 
raised should receive consideration. 

As to petroleum and its products, it was stated that the 
increase of 15 per cent would apply on the rates last prescribed 
by the Commission. 

C. R. Marshall asked if the statement as to refrigeration 
charges being included in the 15 per cent increase applied to 
all roads. The answer was in the affirmative. 

O. W. Tong asked if heater rates were to be increased 15 
per cent. Mr. Bikle said he thought that that was covered in 
the statement that all charges were to be increased 15 per cent 
except demurrage and track storage charges. 


Commission Exhibits 


At the beginning of the hearing July 21, Commissioner Meyer 
put in the record as exhibits freight commodity statistics for 
the year ended December 31, 1929, an annual publication of 
the Bureau of Statistics of the Commission, and statistics issued 
monthly by the Bureau of Statistics on Railroad Earnings. 

Commissioner Lewis put in as an exhibit data prepared 
by the Bureau of Valuation with respect to reproduction costs 
as of December 31, 1930, on the basis of 1930 period and spot 
prices, original cost, land grants and aids and other matters 
relating to valuation. 

The commissioner said it should be distinctly understood 
that these were underlying studies and that the Commission 
had made no valuation of the carriers—that the data offered 
as an exhibit were simply studies made by the Bureau of Valua- 
tion and that if desired, Commission witnesses would be put on 
for examination as to the exhibit. 

Commissioner Meyer, also stating that no valuation of 
the carriers had been found by the Commission, said he was 
surprised to read in the newspapers the other day that the 
Commission had made a valuation. Those reports were based 
on a misunderstanding of the compilation made public last 
week by the Commission. (See Traffic World, July 18, p. 131.) 

Mr. Fulbright asked that unit prices, 1913 to date, be made 


available. 
Question of Shorter Program 


Several times in the hearing July 21, Grenville Clark, coun- 

sel for the security owners, protested against what he contended 
was unnecessary prolongation of the proceeding, and urged that 
prompt action was necessary in view of the emergency involved. 
He charged that with the procedure adopted in the case of 
several witnesses, the hearings would go on for months and 
years. 
Commissioner Meyer said Mr. Clark’s motion that no recess 
be taken would be argued the afternoon of July 21, all the wit- 
nesses ready to be heard having been heard when adjournment 
was taken at noon. He urged counsel to discuss what was the 
“legal status of what we have here,” and, if what the Com- 
mission had before it was really “constructively suspended 
rates,” whether the provisions of law as to full hearings were 
to be abrogated. 

Asserting that there was as great an emergency in the 
railroad situation in the United States as in finances of Ger- 
many, Mr. Clark, at the afternoon session, argued earnestly that 
the Commission should continue the hearings in the case from 
day to day, restricting them to August 15, so that the matter 
might be briefed, argued, and decided not later than September 
1. Henry Wolf Bikle, for the railroads, suggested resumption 
of the hearings on August 3 and disposition of the matter as 
quickly as possible. 

The argument was heard by the special division composed 
of Commissioners Meyer, Lewis and Lee, and Chairman Brain- 
erd, and Commissioners Eastman, Porter and Mahaffie, and the 
state commissioners. 

Charles E. Elmquist, for the shippers generally; J. H. Hen- 
derson, for the Iowa and other state commissions; J. V. Norman, 
for shippers represented by him; John F. Finerty, for shippers 
of non-ferrous metals, and K. D. Loos, for Pacific coast interests, 
opposed change in the program announced by the Commission 
on June 30, which called for a resumption of the hearings on 
August 31. In addition, Mr. Loos asked the Commission not 
to forget that various shippers had asked for hearings at places 
throughout the country instead of confining them to Washington. 
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It was a question of time here, said Mr. Clark. Unless 
relief was given quickly, he said, 15 per cent would not be 
enough. Restoration of confidence such as he said would fol- 
low an increase in rates was needed in this country as much 
as in Germany. The danger of a collapse, Mr. Clark said, was 
a thing to be thought of. 

“The longer you let a thing go the more drastic the remedy 
that must be applied to it,’ said he. 

Commissioner Myer asked if the Commission had to deny 
a hearing to those who had asked for it. Mr. Clark said he 
advocated no such thing. Denial, said he, would not be a com- 
pliance with the law. 

“You must give a hearing,” said he. “But there are hear- 
ings and hearings. What I mean is that we should have hear- 
ings that would not go into infinite detail but would present 
the issues concisely.” 

He illustrated the point that he was making by reciting 
the facts about an injunction sued out by a man in New York 
in 1907 who was about to have his collateral sold under the 
terms of a call note. Mr. Clark said that a restraining order 
was issued a little before 3 o’clock in the afternoon and caused 
a bad collapse in the stock market. But he said the lawyer 
for the banks had the matter taken up before the court early 
in the morning and by 10 o’clock the injunction was dissolved, 
whereupon the stock market, which had also shown signs of 
collapse in the morning, revived and greatly improved. He 
said that the dissolution of the injunction stopped the collapse. 

Commissioner Meyer asked Mr. Clark what the Commission 
should hear, whom it should hear, and whom it should send 
home without a hearing. Mr. Clark said that he would put 
his ideas as to how the hearing could be restricted within rea- 
son on paper. And later in the day he presented such a paper 
to Mr. Meyer. He said that if the law required such a hearing 
as to bring before the Commission every man who desired to 
be heard, governmental regulation had broken down and that 
the Commission had become impotent. 

Answering his own question as to whether there was an 
emergency, Mr. Clark said that the men who had given testi- 
mony in this hearing were responsible men acting as trustees 
and managing the money of millions of Amercian citizens. He 
begged the Commission to give their words attention. He esti- 
mated the number of people represented by the security own- 
ers at between forty and fifty millions. Mr. Clark said that he 
realized that the question of vacations was an important one, 
but Commissioner Meyer assured him that if he thought the 
Commission had made its program in the light of vacation 
necessities he was much in error. 

It was the judgment of the railroads, Mr. Bikle said, that 
there should be a short adjournment between this hearing and 
the next one. His suggestion was that hearings be resumed 
on August 3. Mr. Bikle began reciting some of the figures about 
earlier rate advance cases When Commissioner Meyer interrupted 
to say that in the 1920 case every man who desired to be heard 
was heard. 


After discussing the words “just and reasonable,” as used 
in the interstate commerce act, which he did so as to show 
that they did not mean exactly the same when they were used 
in section 15a as in section 1, Mr. Bikle said that the testimony 
that had been presented showed that the railroads were within 
the exact confines of section 15a and that there was justification 
for the advance. 

Mr. Elmquist opposed about everything that Mr. Clark and 
Mr. Bikle had proposed. Security holders, he said, knew as 
well in March as in June that their securities were being 
impaired, yet no action was taken until June 16. In all honor, 
Mr. Elmquist said he submitted, the announcement of a pro- 
gram by the Commission on June 30 represented a very expe- 
ditious handling of an important matter. The shippers, he 
said, accepted the program in good faith, coming here to hear 
what the carriers had to say and taking it home so as to decide 
what should be said in reply thereto. He submitted that the 
proceeding should go forward as planned. He said there was 
no comparison between now and 1920. In that year, he said, 
the carriers were operating at a net railway operating income 
of about 1.5 mills and many were operating at deficits. Yet, 
he said, that when the higher rates were put in traffic was 
choked off to such an extent that the railroads had to make 
many adjustments. He said that conditions in 1921 were very 
much as they were in 1931, no better nor any worse. He said 
the Commission was right in reducing the rates 10 per cent 
in 1922 and expressed the belieef that the new money coming 
into circulation by the movement of crops would bring about 
better conditions and an enormous traffic. 


“We have heard from them year after year,” said Mr. Elm- 
quist, speaking of the representatives of security holders. “It 
is surprising that anyone after listening to them should buy 
a railroad bond. Yet offerings of the Pennsylvania and the 
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New York Central bonds recently were oversubscribed in one 
day. Experience will not back up the talk of debacle and emer- 
gency made by these security holders.” 

Railroads, said Mr. Elmquist, were proposing this increase 
in rates, notwithstanding the fact that the cost of living, par- 
ticularly in the west, had gone back to where it was twenty- 
five or thirty years ago. 

“Why, farmers in the west are selling their eggs at eight 
and ten cents a bushel,” earnestly asserted Mr. Elmquist, who 
did not feel it incumbent upon him to make a correction when 
the laughter of his audience notified him of his error. 

Mr. Henderson said that the statisticians for the state com- 
missions, appointed only a short time ago, would not be able 
to prepare the material they had been directed to prepare in 
the short time suggested by Mr. Clark for conclusion of the 
case. Therefore, he opposed any change. 

According to Mr, Norman, section 15a imposed no duty or 
obligation upon anyone other than the Commission, and con- 
ferred no rate-making power other than that of adjustment 
in the exercise of powers granted in other parts of the statute. 
He said that the duty laid by that section was to adjust rates 
in such a way as to produce revenue. He suggested that the 
Commission could not learn whether what was proposed would 
produce revenue unless it heard the testimony from those who 
furnished the traffic to be moved. Certain it was, he said, that 
the Commission should hear evidence as to whether the pro- 
posed rates would do the only thing offered in justification— 
the production of more revenue. Mr. Norman said that the 
security owners had no monopoly on the realization of the 
seriousness of the situation. He said that no one knew it better 
than the: shippers, many of whom were having a hard time in 
keeping their heads above water. 

Mr, Finerty said that this proceeding was in the nature of 
a proceeding before the Commission’s suspension board. He 
said he didn’t believe that Mr. Bikle, Mr. Bell, or any other 
railroad lawyer would be willing to submit a suspension pro- 
ceeding upon a showing that the railroads needed more revenue. 
He said that it would take some time to gather the evidence that 
was needed in respect of non-ferrous metals. 

At the end of the argument Mr. Clark wanted to know how 
soon there would be a decision and Commissioner Meyer ad- 
vised him to watch the table on which announcements for the 
press were placed by the Commission. 


Valuation Data 


The data put in the record by Commissioner Lewis, pre- 
pared by the Bureau of Valuation, included statements showing 
reproduction costs for all steam carriers as of December 31, 
1930, on the basis of “period prices” and 1931 “spot prices.” 

The following figures were stated, on the basis of period 
prices, for cost of reproduction new and less depreciation: 
All classes of carriers, $28,056,475,952 cost of reproduction 
new, and $22,269,536,110 cost of reproduction less depreciation; 
for Class I carriers alone, $26,864,303,934 for cost of reproduc- 
tion new, and $21,298,024,016 for cost of reproduction less 
depreciation. 

The “spot price” figures were as follows: All classes of 
carriers, $27,189,657,479 cost of reproduction new, and $21,581,- 
016,255 cost of reproduction less depreciation; for Class I car- 
riers alone, $26,033,317,372 cost of reproduction new and $20,- 
638,679,367 cost of reproduction léss depreciation. 

A study on original cost gave a grand total for Class I 
roads, except land, owned and used, as of December 31, 1929, 
of $21,164,643,979, and for all carriers, $22,092,107,618. Another 
table showed original cost of all property, except land, owned 
and used as of December 31, 1929, reduced in proportion to 
depreciation, to be $16,782,601,590 for Class I roads, and $17,- 
539,110,027 for all carriers. 

Estimates as of December 31, 1930, of the value of lands 
and rights used by steam railroads, including certain electric 
lines operated by steam carriers, gave a total of $3,409,135,849 
for Class I roads, and $3,778,248,076 for all carriers. Another 
table showed summary of aids, gifts, grants of rights-of-way or 
donations included in the statement on value of lands and rights 
used, and gave $380,852,744 for Class I carriers, and $395,365,635 
for all carriers. Another table showed estimates as of De- 
cember 31, 1930, of aids, gifts, etc., owned but not used for 
common carrier purposes, of $119,381,645 for Class I carriers, 
and $121,099,560 for all carriers. 

The data also included a statement showing land grant 
lands received through acts of Congress and state legislatures 
in the aid of construction of railroads, compiled from data 
available as of dates of primary valuation of the various car- 
riers. 





FAVORS SPECIFIC INCREASE 
W. H. Chandler, who, in the course of the hearings on the 
application of the railroads for a fifteen per cent increase in 
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freight rates, will go on the stand to make a statement for 
the Merchants’ Association of New York, says: 


In the Washington hearings, the carriers testified that a per- 
centage increase was the only method by which they could quickly 
obtain the results they desired. I hold a different oipnion. A per- 
centage increase has the effect of disrupting the relationship among 
all competing communities that are not on an exact rate uality. 
A specific increase added to every transportation charge would still 
give the carriers what they need and would not disrupt any rate 
relationship, and, in my opinion, would not receive the opposition 
that is now being expressed to what the carriers propose. 


FREIGHT RATE INCREASE 


The Trafic World Washington Bureau 


Representative Swing, of California, has transmitted to the 
Commission a telegram of the California Citrus League protest- 
ing against an increase in rates. 

Representative Rich, of Pennsylvania, in a letter to the 
Commission, says an increase in rates will do more damage 
than good. He says that freight should be put back on the 
railroads “where it belongs” and that enormous trucks and 
trailers should be taken from the highways, so people may use 
them with more safety and convenience. 

The Virginia Live Stock Growers and Shippers, the West 
Virginia Live Stock Growers and Shippers, and Southwestern 
Virginia, Inc., have asked the Commission in Ex Parte 103 to 
require the carriers in the Pocahontas region to present in the 
record the financial condition of those carriers separately and 
combined, dating back to the fiscal year 1911 and bringing it 
down to 1930, inclusive, as well as for many months as it is 
possible to furnish. In their letter to Commissioner Meyer, the 
petitioners said: 


The Pocahontas carriers have always been included in other rate 
groups for the purpose of making percentage increases and reduc- 
tions. The Commission’s records show that the Pocahontas carriers 
needed only 15.729 per cent increase in 1920, but by being included in 
the eastern group they were given a 40 per cent increase, which 
amounted to over $200,000,000 more than they actually needed during 
the period 1920 to date. 

These carriers we understand are now seeking an additional 15 
per cent increase. It is the position of the live stock growers and 
shippers, as well as Southwestern Virgimia, Inc., that these carriers 
are not in need of any increase in their revenues. Most, if not all, of 
them are in the recapture class, and are today resisting the Com- 
mission’s effort to recapture the excess earnings that the law says 
shall be turned over to the government under the transportation act. 


The following statement was made public by Senator Hiram 
W. Johnson, of California: 


There is now pending before the Interstate Commerce Commission 
a request by the railroads for increased freight rates. At the very 
inception of the investigation Representative Beck, of Pennsylvania, 
indulges in a savage attack upon the Commission, and in substance, 
demands that the increased rates be granted the railroads without 
delay. The assault upon the Commission is unjustified and its pur- 
pose apparently is by threat and intimidation to force a favorable 
decision. We of the west naturally resent this endeavor to coerce 
a tribunal, judicial in character. 

In this time of depression and disaster, when fruit and produce 
growers of the west are struggling for their very existence, to in- 
crease freight rates would be calamitous and, indeed, ruinous. ... 
The railroads of the country are no more entitled to the preserva- 
tion of the fictitious and inflated security prices of 1928 and 1929 
than farmers are entitled to inflated land values of 1919 and 1920, 
or all industrial companies to the inflated security prices of 1928 and 
1929. Everybody is suffering now. To add to the suffering of one 
class to increase the profits of another would be the grossest injustice 
and a travesty upon government. 


Representative Hoch, of Kansas, has issued a statement in 
opposition to the railroads’ petition. 

Chairman Brainerd, in a letter to Senator Capper of Kansas, 
says that the latter “would be warranted in assuming that, 
despite all attempts to influence improperly the Commission’s 
judgment in this or any other matter, it will continue as it has 
in the past to render its decisions based upon ‘the record as 
made,’ undisturbed by all the winds that blow,” the reference 
being to the pending 15 per cent case. 

The letter was written by the chairman in answer to a 
telegram addressed to him by the Kansas senator about a state- 
ment attributed to Representative Beck, of Pennsylvania. (See 
Traffic World, July 18.) In that message, sent from Topeka, 
Kan., the Kansas senator said: 


The threat of Congressman Beck of Pennsylvania to have the 
Interstate Commerce Commission abolished forthwith unless it grants 
forthwith, without hearing, investigation or due consideration, the 
demand of the railroads for a 15 per cent horizontal increase in freight 
rates, is the most astounding proposal I have heard for some time. 
I am taking it for granted that his statement, as interpreted and 
printed in part in the Washington Post of July 15, correctly repre- 
sents his views in the matter. 

To my mind the Beck threat is even more shortsighted and more 
inopportune than the application of the railroads for this increase 
in the face of the general depression and lowering of all commodity 
prices and values, and especially in view of the crisis facing agricul- 
ture and practically every industry at this time. 

In the first place I am astonished that as great a constitutional 
lawyer as Congressman Beck is reputed to be should wave the threat 
of Congressional action over the heads of members of a govern- 
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mental tribunal created for the purpose of substituting the rule of 
ee for arbitrary action in the matter of transportation 
rates. 

In the second place, I am astounded at the audacity of his 
suggestion that the Interstate Commerce Commission, which took 
years of careful study and investigation before reaching a decision in 
the Grain Rate Case, should now cast all rules to the winds and 
saddle additional millions of dollars upon the shippers of this country 
without any study into the merits of the demand, the needs of the 
railroads, or the probable effects of such action both upon the railroads 
and upon the country as a whole. 

Again I would call attention to the fact that where the rail- 
roads assert a loss of 400 million dollars in annual income, agricul- 
ture last year took a loss of 2,800 million dollars in income—and this 
year promises to be even worse. 

Kansas wheat growers are getting as little as 25 cents a bushel 
for wheat. The carriers are proposing to charge 26 cents to haul a 
bushel of wheat from the center of the Kansas wheat belt to Chicago. 
They are asking to receive 47 cents a bushel to haul wheat to Sea- 
board—nearly twice what the farmer receives for planting, harvest- 
ing and marketing his product. 

The price of wheat today is 70 per cent below the pre-war level; 
present freight rates are 47 per cent above pre-war level; the grain 
rate reduction effective August 1 will not reduce that percentage 
materially. 

In the face of this condition the railroads are asking that their 
freight rates be increased to 69 per cent above the pre-war level. | 

The railroads have demanded that the Commission increase grain 
rates to a level 32 per cent higher than the Commission recently found 
was a reasonable level. And now comes a Pennsylvania congress- 
man and insists that the increases be granted forthwith; couples 
that insistence with the threat of congressional action unless the 
Commission does what he and the railroads demand merely upon 
the strength of their demand and his threat. 

It is an astounding proposal, and I cannot believe it will receive 
attention at the hands of the Commission. But I cannot keep quiet 
in the face of such a statement, one calculated to add to the unfor- 
tunate breach already created between the West as represented by 
agriculture and the East as represented by financial interest in whose 
behalf such statements as those credited to Congressman Beck pre- 


sumably are made. 


WHO BEARS THE HIGHER RATES 


The National Association of Granite, Marble and Stone Pro- 
ducers, by R. M. Richter, its chairman, has raised the question 
as to the policy the government will follow in the event freight 
rates are increased 15 per cent, thereby causing a considerable 
increase in the cost of materials used under contracts on 
government buildings. A letter written by Mr. Richter to Assist- 
ant Secretary Ferry K. Heath, of the Treasury Department, 
has been referred to the supervising architect, who has direct 
charge of government building contracts, for suggestions. 

At a joint meeting of the executive and traffic committees 
of the association, composed of natural stone producers through- 
out the country, the matter was discussed. Two issues, said 
Mr. Richter, were involved, from the point of view of the build- 
ing industry in its relation with the government on building 
contracts. In discussing those issues, he said: 


If the 15 per cent advance is granted by the Interstate Commerce 
Commission who will pay it on government contracts heretofore let 
and under way at the time the advance becomes effective? It is a 
well known fact that all government work, as well as private work, 
is being awarded at extremely low prices, probably largely, if not 
altogether, without a tangible profit to either general contractor, 
subcontractor or material man. That means that there is no place 
probably for all of the people furnishing federal building requirements 
to absorb a freight rate advance. : 

Regardless of whether or not a profit exists in any part of the 
government work under way, it is a matter of equity whether the 
general contractor, the subcontractor or the material man should 
bear the advance. These advances in the aggregate will run into 
very large figures, considering that materials, etc., for government 
buildings are assembled from widely separated points. 

The other issue involved is how bidders on government work shall 
prepare their bids for work to be let in the future in the face of the 
possibility of a 15 per cent freight rate increase. Again, we have 
the condition that with the low stage of building operations generally, 
prospective interested parties will hesitate to add the 15 per cent 
advance on future work in the fear that competitive elements will 
not do so. That would have the result that the man who plays safe 
will be high bidder. a 

It seems to be the general opinion that the federal authorities are 
in sympathy with the proposition that freight rates be increased if it 
is shown to be necessary to preserve the financial integrity of the 
railroads. That would appear to be one reason why the federal gov- 
ernment might well consider the announcement of a policy respecting 
the application of the 15 per cent advance, if granted, on federal 
purchases of whatever character. 

It can be argued that an increase in all freight rates on merchan- 
dise and commodities in general where higher freight rates would be 
but a fractional part of the retail price is not a factor of much con- 
sequence to the public and is readily absorbed. The very contrary 
is the case on building operations, especially those of some importance. 


STOCKYARDS CHARGES 


Renick W. Dunlap, Acting Secretary of Agriculture, has 
announced that the department has issued an order “which will 
save to the shippers of livestock, who market their products 
at St. Joseph, Mo., a sum which will approximate $120,000 a 
year, it is estimated.” 

This order results from a hearing in December, 1929, to 
inquire into the reasonableness of the rates and charges made 
by the St. Joseph Stockyards Company of St. Joseph, Mo., for 
the services it renders to those who market livestock in St. 
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Joseph. The proceeding is known formally as Bureau of Animal 
Industry Docket No. 298, The Secretary of Agriculture vs. St. 
Joseph Stockyards Company, respondent. In discussing the 
order, the department said: 


The order analyzes in detail operating conditions at the St. Joseph 
live stock market during the year 1928, which was taken as the fair 
test year. It is found that the stock yards company uses, in render- 
ing services to the public, property of the approximate value of 
$3,382,148; that 7% per cent of the value, or $253,661, constitutes a fair 
return to the owners of the property; that its reasonable expenses for 
rate making purposes are approximately $447,649; that its total oper- 
ating revenues for rate making purposes in the fair test year were 
approximately $809,108; and that its present rates and charges yield 
a net operating income of $361,459, which is $107,798 in excess of the 
reasonable net operating income, or fair return to owners of $253,661. 

It is found further that the stock yards company has been yard- 
ing the live stock of the so-called dealers or traders without making 
any charge therefor. The order expresses the opinion that the stock 
yards company should not recoup from those who ship live stock to 
it the expenses which it sustains in rendering this free service. 
Therefore, the reduced rates prescribed in the order are based upon 
the principle that the stock yards company should either charge the 
traders a fair fee for rendering this service or bear it itself, without 
passing it on to those who ship live stock to the market. 

With respect to live stock received at the stock yards by rail, the 
order reduces the present rates by 7 cents per head in the case of 
cattle and calves, respectively, 2 cents for hogs and 1 cent for sheep. 
Reductions in the same amounts are made with respect to the pres- 
ent rates on live stock received at the stock yards by vehicle, such 
as trucks, or on foot, except that the rate on calves is reduced 6 
cents instead of 7 cents. The new rates to be charged the dealers or 
traders, in lieu of the free services heretofore rendered, are 14 cents 
per head for cattle, 9 cents for calves, 5 cents for hogs and 3% cents 
for sheep and goats. The existing rates for horses and mules are 
not changed, except that a rate of 17% cents per head for horses and 
mules handled by dealers or traders is prescribed. 

For the last seven years few horses and mules have been shipped 
to the stock yards. This order requires material reductions in charges 
for corn, hay, oats, bedding and other materials. 

The proceeding which resulted in this order is one of a series of 
inquiries into the reasonableness of stock yard and commission rates 
which have been in progress since December, 1929. The other mar- 
kets at which hearings as to stock yard rates have been held are 
Denver, Colo.; Kansas City, Mo., and National Stock Yards, Illinois. 
Commission rate hearings have been held at Sioux City, Ia.; Kansas 
City, Mo., and St. Joseph, Mo. Decisions in these cases will be an- 
nounced as soon as possible, taking into consideration the tremen- 
re ag gua of work in connection with the preparation of orders of 
this kind. 

Hearings at additional public stock yards, both as to the rates 
charged for stock yard services and rates charged by commission 
men, would be held as rapidly as possible, Mr. Dunlap said. 


FUTURE OF THE RAILROADS 


“The comparative state of economic health and soundness of 
American railroads undoubtedly affects the welfare of more peo- 
ple than any other group of investment enterprises in the world,” 
declared Congressman Louis T. McFadden, of Pennsylvania, at 
a dinner given by the Chamber of Commerce of Savannah, Ga., 
July 20, in honor of Henry D. Pollard, president of the Central 
of Georgia, and E. R. Richardson, president of the Ocean Steam- 
ship Company. 

“This is due,” he said, “to the immense capital which has 
gone into their properties, aggregating about twenty-six billions 
of dollars, and the practically universal distribution among the 
population of the ultimate ownership of this capital.” 

In addition to discussing the effect of the prosperity of the 
railroads on the general economic welfare, and a general survey 
of the situation leading up to the recent request for a 15 per cent 
increase in rates, Congressman McFadden presented a picture 
of probable developments of the next twenty years. Railroads 
of the future, he said, will be “general carriers meeting every 
need of transportation.” Through them, rail, air, highway and 
waterway transportation will be unified and coordinated, he held. 

With respect to ownership of the railroad, he said: 

There is scarcely a person in the United States, regardless of age, 
income or extent of property ownership, who does not have, either 
directly or indirectly, a very real interest in the welfare of the rail- 
roads. Every insurance company, bank, trust company or savings 
fund is a large investor in rail securities, and hence every depositor, 


policy holder or insurance beneficiary is indirectly a part owner of 
the railroads, since his or her funds, present or prospective, consist 


in part of the securities represented by railroad stocks or bonds. 

He listed the three main developments to be expected in the 
field of railroad transportation in the next twenty years as: 
(a) The actual carrying out of railroad consolidation as contem- 
plated under the transportation act; (b) coordination of all 
forms of transportation and the enactment of legislation neces- 
sary to bring this about, and (c) internal reorganization of the 
railroads to equip them for performing the functions of general 
carriers. 


DIVISION NO. 7 ENLARGED 
The Commission July 24 enlarged division seven, which 
has charge of the increased rate case, from three to five mem- 
bers,-adding Commissioners Eastman and Porter. 


PRACTICES OF CARRIERS 
In response to inquiry from T. M. Henderson, Southern 
Traffic League, as to whether the investigation in Ex Parte 104, 
practices of carriers, would be completed prior to the decision 
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in Ex Parte 103, and whether facts developed in 104 would be 
considered in 103, Secretary McGinty replied that 104 was en- 
tirely independent of 103 and that 104 would, doubtless, be a 
continuing investigation. 





Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters an S Home of Natienal Reperter Syste 
Serrpublished by Wese Publishing Co o Pod, Mien. Conic, 
1931, by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


(Supreme Court of Alabama.) Carrier is not liable for 
injury from improper packing where it is not apparent to car- 
rier’s ordinary observation that goods cannot be safely carried. 
—Southern Ry. Co. vs. Frank De Latour, Inc., 1385 So. Rep. 187. 

In action for damage to turkey shipment, evidence held 
to show railroad’s agent was not aware, and not fairly charge- 
able with notice, that car was overloaded. 

Testimony disclosed that there was no interference with 
shipper’s employe in loading car, which had been furnished at 
shipper’s request, that shipper’s employe failed to remove more 
of shelves on which coops rested than he actually removed 
because he desired to ship greater quantity than car was de- 
signed to carry; that he was expert in that business, sent to 
superintend loading of car for that reason, and that railroad’s 
agent had nothing to do with loading car.—Ibid. 

Damage in turkey shipment, resulting from shipper’s em- 
ploye’s overloading of car held not chargeable to carrier whose 
agent was not chargeable with notice of overloading.—Ibid. 





(Court of Civil Appeals of Texas. El Paso.) Delivering 
carrier, failing to notify consignee promptly according to local 
custom and oral promise, held liable for loss because of delay 
in giving notice.—Gulf, C. & S. F. Ry. Co. vs. Galbraith, 39 S. W. 
Rep. (2d) 91. 

Demurrage paid held recoverable by consignee, where based 
on notice not given.—Ibid. 

If statement in bill of lading respecting shipper’s weight, 
load and count is true, carrier of interstate shipment is not 
liable for its non-receipt of any part of goods described (49 
USCA, sec. 101).—Ibid. 

Carrier’s general denial of shortage in transit put upon con- 
—_ burden to establish prima facie case (49 USCA, sec. 101. 
—Ibid 

Consignee claiming shortage in transit against carrier of 
interstate shipment, established prima facie case by introducing 
bill of lading, notwithstanding notation “SL & WTS” appeared 
on bill (49 USCA, sec. 101).—Ibid. 

Generally, as between parties and privies, bill of lading con- 
stitutes prima facie evidence of delivery to carrier of goods and 
quantity therein described.—lIbid. 

Bill of lading sufficiently evidences shipper’s ownership to 
entitle him to sue for loss or non-delivery.—Ibid. 

Shipper, prima facie showing loss in transit, is entitled to 
recover; carrier failing to rebut by special defense.—Ibid. 

Generally, shipper’s prima facie case of loss in transit may 
be rebutted only by proof loss was due to recognized excepted 
causes, or cause from liability for which carrier relieved itself 
by valid stipulation.—Ibid. 


Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


tional 
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REGULATION OF COMMON CARRIERS 


(Court of Chancery of New Jersey.) Railroad company’s 
contract to carry complainants in part consideration of right-of- 
way grant held illegal and not specifically enforceable (Comp. 
St., Supp., sec. *167-24.—Schmoele vs, Atlantic City R. Co., 155 
At. Rep. 143. 

Statute regulating carriers held applicable to prior contract 
of railroad to carry complainants in part consideration of right- 
of-way grant without impairing obligation of contract; private 
contract with public utility must yield to public welfare when 
latter is appropriately declared and conflicts with contract 
rights (Comp. St., Supp., sec. *167-24).—Ibid. 





(Supreme Court’ of Ohio.) Possession of interstate certifi- 
cates, for operation of busses since not predicated upon exist- 
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ence of public convenience and necessity, put applicants for 
intrastate operation over same route in no better position.— 
Pennsylvania R. Co. vs. Public Utilities Commission of Ohio, 
176 N. E. Rep. 573. 

Each application for certificate to operate busses depends 
upon peculiar facts tending to prove public necessity and con- 
venience.—Ibid. 

When public convenience and necessity have been estab- 
lished for operation of bus route, and applied for by one or 
more applicants, other features must be considered.—Ibid. 

Court’s policy is to protect existing lines of transportation 
and to refuse certificates of convenience and necessity to new 
operators where existing lines furnish adequate transportation, 
regardless of character of lines.—Ibid. 

Granting certificate of convenience and necessity for intra- 
state bus operation to bus company, rather than transit com- 
pany, held error, under facts.—Ibid. 





(Supreme Court of Oklahoma.) Wholesale grocery com- 
pany which delivered products in trucks, so far as it included 
cost of delivery in general overhead expense, held not subject 
to additional tax as using highways for “compensation” (Laws 
1929, c. 253, amending Laws 1923, c. 113).—Collins-Dietz-Morris 
Co. vs. State Corporation Commission, 299 Pac. Rep. 913. 

Wholesale grocery company, delivering products to retail 
merchants by truck, held liable for additional tax as using 
highways for ‘“‘compensation,’ where specific charge was made 
purchasers for delivery (Laws 1929, c. 253, amending Laws 1923, 
ce. 113)—Ibid. 

State has authority to regulate traffic over highways.—Ibid. 

On submission of agreed case attacking legislative act, 
Supreme Court determines merely whether act is unconstitu- 
tional as whole (Comp. St. 1921, sec. 846).—Ibid. 

Statute taxing persons using highways for transportation 
of merchandise for compensation, when considered as whole, 
held not void as denying due process or equal protection or 
right to enjoy gains of private industry, or as taking private 
property without just compensation (Laws 1929, c. 253, amend- 
ing Laws 1923, c. 113; Const. U. S. Amend. 14; Const. Okla., 
art. 2, secs. 7, 24, 33).—Ibid. 


(Court of Appeal of Louisiana. Orleans.) Delivering car- 
rier held to have right to bring action for freight, where it 
had made settlement with initial carrier. 

The bill of lading read as if the initial carrier was also 
to make delivery, and it was argued that delivering carrier, 
when actually making delivery, was acting in capacity of agent 
of the other railroad and not as carrier and was not entitled 
as delivering carrier to demand payment of freight.—Yazoo 
& M. V. R. Co. vs. A. Marx & Sons, 135 Sou Rep. 64. 

Errors of railroad agents in construction of tariffs do not 
make estoppel and cannot affect rights and duties to demand 
true rate.—Ibid. 

As regards freight rates, lead in pigs is “‘pig-lead,’” whether 
produced from lead ore or scrap lead. 

The form in which the lead was shipped was that which 
is commonly spoken of as “pig-lead,’ that is, in small bars 
roughly cast, but lead itself was used and discarded metal, not 
“virgin lead.”—Ibid. 

(Court of Civil Appeals of Texas. Beaumont.) Proposi- 
tions in respect to findings of fact being supported by evidence 
and conclusions based on pleadings held too general for review. 

Propositions in respect to findings of fact were that findings 
of trial judge must be supported by legal evidence offered upon 
trial of case, and those in respect to conclusions that conclusions 
of trial judge must be based on pleadings supported by legiti- 
mate evidence offered on trial of case, without any statement 
in propositions calling court’s attention to error complained of.— 
Kennedy vs. McMullen, 39 S. W. Rep. (2d) 168. 


Consent or approval of third person required by terms of 
contract is essential to its validity.—Ibid. 

Provision of contract in respect to approval thereof by 
third persons must be construed so as to give effect to intent 
of parties.—Ibid. 

Clause of contract transferring bus route, requiring approval 
by railroad commission, not being necessary to validity thereof, 
became immaterial.—Ibid. 

Railroad commission held to have given its approval to 
contract transferring bus route within intent of parties making 
contract. 

Although railroad commission did not give its formal ap- 
proval in accordance with provision of contract that it was made 
subject to approval of commission, nevertheless contract was 
made with its knowledge and consent and at its suggestion, and 
certificate was duly issued to transferee thereafter.—Ibid. 

Where written contract not required to be in writing pro- 
vides for approval of third person as condition of validity, 
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— may, by parol, eliminate such condition from contract. 
—Ibid. 

Written contract not required to be in writing may be mod- 
ified or amended by subsequent parol agreement.—Ibid. 

—' may be implied from acts or conduct of parties. 
—lIbid. 

Generally, contract indefinite as to time of performance may 
be terminated by either party by giving notice of intention. 
—Ibid. 

Parties to contract, in order to sustain act’ of repudiation, 
had duty of restoring other party to position he occupied before 
execution of contract.—Ibid. 

Contract transferring bus line in consideration of portion 
of fares, without indicating time of performance, continued for 
period that line was operated.—Ibid. 

Rule of perpetuities is concerned solely with remote vest- 
ing of future interests.—TIbid. 

Contract transferring bus line, made at suggestion and 
with acquiescence of railroad commission, held not in violation 
of public policy.—lIbid. 

Withdrawal by operator of bus line of application for cer- 
tificate of convenience and necessity constituted valid considera- 
tion for contract transferring line.—Ibid. 

Refusal to suppress depositions as not properly certified 
held not error, in absence of showing that depositions had not 
been on file for one day or more next preceding trial (Rev. St. 
1925, Art. 3765).—Ibid. 

Plea of privilege in suit to recover damages for breach of 
contract held properly overruled; where one defendant was 
resident of county.—Ibid. 

Contract which might have been performed within year does 
not violate statute of frauds (Vernon’s Ann. Civ. St. Art. 3995). 
—Ibid. 

(Supreme Court of Missouri, Division No. 1.) Statute penal- 
izing telegraph company for failure to use due diligence to 
transmit telegrams must be strictly construed (Rev. St. 1919, 
Sec. 10136).—State vs. Trimble, 39 S. W. Rep. (2d) 372. 

‘Burden on plaintiff suing telegraph company for failure 
to transmit message to show prima facie that message was 
intrastate (Rev. St. 1919. Sec. 10136).—Ibid. 





Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


ublished by West Publishing Co., St. Paul, Minn. Copyright, 
1931, by West Publishing Co.) 





(Circuit Court of Appeals, Second Circuit.) Ship may be 
seaworthy, though not in all respects fit for her service, when 
she breaks ground.—Compania General De Tabacos de Filipinas 
vs. United States, 49 Fed. Rep (2d) 700. 

Where ship is well found in hull and gear, but master and 
crew know she is not ready and expect to fit her when occasion 
arises, owner is discharged, as regards liability for unseaworthi- 
ness. 

In such case, it is an error of management if master and 
crew fail to fit her with what is at hand when occasion arises. 
—Ibid. 

Existing unfitness of vessel must be known at outset or she 
is unseaworthy. 

This is true, though existing unfitness arise only from ill 
handling of adequate equipment.—Ibid. 

Same considerations control seaworthiness of ship’s holds 
as of her bottom.—Ibid. 

Shipper bears no loss till owner has done his best to re- 
move all risks except those inevitable upon seas.—Ibid. 

Shipowner held liable for damage to sugar by leaking fuel 
oil, since unseaworthiness directly caused loss (Harter act, sec. 
3 (46 USCA, sec. 192)).—Ibid. 

(District Court, W. D. New York.) Retention of admiralty 
suit between foreigners held within District Court’s discretion, 
exercise thereof depending upon facts contained in affidavits 
supporting motion to dismiss (Jud. Code, sec. 24 (28 USCA, sec. 
41)).—Canada Malting Co. vs. Paterson Steamships, 49 Fed. Rep. 
(2d) 802. 

Circumstances held to warrant, in exercise of court’s dis- 
cretion, declining jurisdiction of in personam libels between 
Canadian subjects for cargo damages sustained in collision of 
Canadian vessels on Lake Superior, in allegedly American 
waters (Jud. Code, sec. 24 (28 USCA, sec. 41); Root-Bruce 
Treaty of 1909).—Ibid. : 
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That rule in District Court was more favorable to libelants 
than in home forum held not ground for retaining jurisdiction, 
other circumstances warranting refusal (Jud. Code, sec. 24 (28 
USCA, sec. 41)).—Ibid. 

That all parties in interest are foreign citizens, standing 
alone, constitutes no objection to retaining jurisdiction of ad- 
miralty suit (Jud. Code, sec. 24 (28 USCA, sec. 41) ).—Ibid. 

Liability in general average held due to participation in 
common venture, not contract.—Ibid. 

Adjustment, as regards liability in general average, de- 
pends upon law of port of destination after arrival of vessel. 
—Ibid. 


CONTAINER CAR SERVICE 


Effective July 20, the date set by the Commission in docket 
21723, its general investigation of container car service, for the 
new basis for container rates to take effect, this “new type of 
freight car’ was made available to shippers at large centers 
throughout a large part of eastern territory. In its decision 
in the container case, the Commission not only required aban- 
donment of the rate basis generally applied to container ship- 
ments and the substitution of a straight third class rate, subject 
to a minimum of 4,000 pounds a container, with certain modifi- 
cations, but said: “We desire it clearly understood that our 
findings herein are subject to the condition that respondents 








Container car service is being extended to a large number of points, 

Chicago and east, coincident with inauguration of new tariffs recently 

authorized by the Commission. Containers with a capacity of 10,000 

pounds each may be unloaded from the car or lifted onto trucks by 
crane and delivered direct to the consignee’s door. 


will extend container service to all shippers and localities 
served by them and desiring to employ such service, and who 
make reasonable request therefor.” (See Traffic World, May 
9, p. 1123.) 

The view was expressed in the Commission’s report that 
extension of container service might assist the railroads to meet 
competition of motor trucks on certain classes of merchandise. 

With the first day of this business week container car serv- 
ice was made available to shippers at points as far west as 
Chicago and East St. Louis, the service having previously been 
limited, with a single exception (that of the North Western) 
to Cleveland and east. The North Western service was with- 
drawn at the time the new rate basis took effect and the new 
services went in via other lines. 

Extensions of the service include its inauguration for 
the first time by such lines as the Michigan Central and Big 
Four and additional schedules on the New York Central and 
Pennsylvania and Lehigh Valley. The container service of the 
Pennsylvania had previously been confined to the New York 
metropolitan area and principal points east of and including 
Pittsburgh, Cleveland and Buffalo. The new tariffs extend the 
service to Chicago, Akron, Columbus, Dayton, Detroit, East St. 
Louis, Indianapolis, Grand Rapids, Louisville and Toledo. New 
York Central tariffs, in conformity with the Commission-made 
rate basis, have gone into effect at Chicago and other points 
in the territory between there and Cleveland, subject to an “as 
equipment is provided” phrase. The new rate basis was also 
made effective at New York Central points east of Cleveland 
and Buffalo where the service was already in operation. The 
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Big Four points at which the service was inaugurated are St. 
Louis, Cincinnati, Columbus, Dayton, Indianapolis and Louis- 
ville. Those of the Michigan Central are Chicago, Detroit, 
Grand Rapids and Toledo, as origin points, with a list of some 
fifteen to twenty destinations to which the service will be given. 

Extension of the service on the Pennsylvania will double 
the number of points served by that line with this new freight 
unit, approximately 3,000 new steel containers going into service. 

In connection with abandonment of container car service 
by the North Western, officials of that line pointed out that 
the third class rate between Chicago and Milwaukee, the two 
principal points served in that way by the North Western, is 
35 cents. Trucks are hauling between those two points for as 
low as 18 cents a hundred pounds, it was stated. The container 
rates in effect on the North Western varied in terms of mini- 
mum weights and other considerations, but were as low as 10 
cents for station-to-station service and 15 cents for door-to-door 
haul. 





EMPLOYMENT ON STATE HIGHWAYS 


Eighty-five thousand more workers were employed on state 
highways in June than in May, according to an estimate con- 
tained in a statement received by Fred C. Croxton, acting 
chairman of the President’s emergency committee for employ- 
ment, from W. C. Markham, executive secretary of the American 
Association of State Highway Officials. 

With the value of contract awards made in June for federal- 
aid and other state highway construction, more than 15 million 
dollars greater than in May, it was indicated that employment 
on state highway construction would continue to run high into 
the summer and fall, Mr. Markham said. His report showed 
$79,811,857 worth of federal-aid and other state highway con- 
tracts awarded in 37 states in June for 6,831 miles of roads. 
This compared with $64,193,390 worth of contracts awarded in 
35 states in May for 5,128 miles of roads. His report showed 
274,734 workers employed on these types of roads in 37 states 
in June, and on this basis estimated that the total employed in 
the 48 states for that month was 350,000. His estimate for the 
48 states for May was 265,000. It should be remembered that 
these figures included only road constructed on state systems 
and were exclusive of the roads built by counties and other 
subdivisions, Mr. Markham pointed out. 


HIGHWAY BILL INJUNCTION 


An injunction against the Secretary of State of Illinois and 
agents of his department to stop enforcement of the highway 
bill passed by the last Illinois legislature has been granted by 
the Circuit Court of Sangamon County in Springfield, on peti- 
tion of about one hundred commercial and contract truck own- 
ers, operating on the roads of Illinois. 


The injunction holds only with regard to the truck owners 
who are parties to the litigation and whose names are affixed 
to the petition, and does not apply to enforcement of the law 
against other commercial and contract operators. 

The action is based chiefly on section 9A of the law, which 
provides for an annual tax of $1.50 a ton according to the gross 
weight of the freight and vehicle. The truck owners interpret 
this to mean that the tax is determined by loading the truck 
to capacity and ascertaining the weight of the vehicle and the 
load together, this being the gross weight. 

The injunction is temporary and will remain in force until 
September, when the merits of the case will be considered by 
the court. The truck owners have made the allegation of dis- 
crimination and burden on interstate commerce, and it is their 
purpose to make a thorough test of the law. 

Arrangements for the suit were made at a meeting of truck 
owners in St. Louis, on call of Byron E. Finley, president of 
the Missouri Truckmen’s Association. Mr. Finley says that 
Tom Snyder, of Indianapolis, secretary of the Truck Association 
Executives of America, is cooperating, and that efforts are being 
made to have owners operating in Illinois from all border states 
join in the suit. 





ABANDONMENT OF PASSENGER SERVICE 


A temporary restraining order to prevent the Louisiana 
Public Service Commission from interfering with the plans of 
the New Orleans & Northeastern Railroad to discontinue its 
passenger trains No. 5 and No. 8 operated between New Orleans 
and Pearl River, La., was issued by the federal district court 
on application of the carrier. The case was set for review July 
30. The carrier alleged adequate service would be provided 
by other trains on the schedule, and that the trains in question 
are being operated at a loss. Similar writs were recently ob- 
tained by other carriers in the state. 
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AIRPLANE SPEED INCREASE 


The average high speed of approved type airplanes has in- 
creased approximately 10 miles an hour in four years, according 
to the results of a study of these models which has been made 
by the aeronautics branch of the Department of Commerce, and 
which has been published in Aeronautics Bulletin No. 21, “Trend 
in Airplane Design as Indicated by Approved Type Certificates.” 
The 390 airplanes approved as types between March, 1927, when 
the first certificate was issued, and January, 1931, were consid- 
ered in the study, and a survey of the 65 engines approved in 
1928, 1929 and 1930 also was made. 

Average high speed increased from 117 miles an hour to 126 
miles an hour in the period studied. This was accompanied by 
an increase in average landing speed from 57 to 60 miles an hour. 

It was found also that the use of more powerful engines to 
achieve greater speed had resulted in a decrease in power load- 
ing or, in other words, a decrease in the number of pounds sup- 
ported in the air by each unit of horsepower. Wing loading, on 
the other hand, increased, that is, the average amount of weight 
supported by each square foot of wing area, became greater. 

Average pay load decreased in proportion to gross weight, 
and pay load became less in proportion to horsepower. It was 
found, however, that the larger airplanes were most efficient 
from the standpoint of pay load carried in relation to their size 
and horsepower. 

With regard to the trend toward greater speed, the bulle- 
tin says: 


The trend of design in aircraft naturally follows lines suggested 
by operation and use of aircraft, for if designers neglected these sug- 
gestions they would find no market for the products of their talent 
and skill. Air transportation is sold primarily upon the basis of its 
speed and directness of route. These are the greatest advantages it 
has over other forms of transportation, whether one is thinking of 
transportation of passengers, mail and express over scheduled lines, 
or of the other uses of airplanes such as aerial photography and 
surveying, emergency trips away from the airways and the like. In 
addition, flying is a sport, and in this phase of flying speed is one 
of the attributes that makes it attractive. 

All this being true, it follows naturally that designers should 
seek for means of increasing the speed of aircraft built from their 
plans, and the results of this study indicate that they have done so. 
As has been seen, however, they have encountered a number of diffi- 
culties, one of their chief problems being that of pay load. Already, 
designers have, in many cases sacrificed pay load capacity to attain 
greater speed. 


Copies of Aeronautics Bulletin No. 21, “Trend in Airplane 
Design as Indicated by Approved Type Certificates,” are avail- 
able free upon request to the aeronautics branch, Department of 
Commerce, Washington, D. C. 


NEW ENGLAND AIR SERVICE 


An air passenger service between Boston, Portland, Rock- 
land and Bangor will be started August 1 by the Boston-Maine 
Airways, Inc., as the aviation subsidiary of the Boston & Maine 
Railroad and the Maine Central Railroad, under joint agreement 
with the Pan American Airways Company, a subsidiary of Pan 
American Airways Corporation. Tickets will be sold and all 
passenger arrangements made at the railroad stations of the 
Boston & Maine and Maine Centra,l at airports, and at travel 
bureaus. It will be the first passenger air service wholly 
sponsored by railroads, it is stated in the announcement. Traffic 
administration will be under the Boston-Maine Airways, Inc., 
which will include services by several railroad departments. 
The management, equipment, and air mail service will be by 
Pan American Airways Company. 

At the same time it was announced that, as an independent 
operation, Pan American Airways Company would establish an 
international passenger service on a direct route from Boston 
to Halifax, N. S., with intermediate stops at Portland, Bangor, 
Calais and St. John, N. B., as a division of Pan American Air- 
ways System. 


FEDERAL AID FOR AVIATION 


“Necessity for continued government support of the avia- 
tion industry through purchases of equipment for the military 
and naval air services is shown in a report on production made 
public by the Aeronautical Chamber of Commerce of America, 
Inc.,” says a statement issued by the chamber. 

“The report, giving aircraft production and sales figures 
for the first five months of 1931, illustrates clearly the depend- 
ency of the new industry upon military contracts. Production 
of commercial airplanes from the standpoint of value declined 
47 per cent this year, as compared with the first five months 
of 1930. Commercial aircraft engine production was off 45 per 
cent. Sales fared slightly better, since the manufacturers are 
continuing to liquidate their surplus stocks. Commercial air- 
plane sales dropped 40 per cent, while the reduction in power 
plant deliveries was 28 per cent. 

“Purchases of equipment by the army and navy, on the 
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other hand, showed a decided increase. As a result of the 
growth in sales of military craft, the total value of all types 
of planes and engines sold in the five-month period just ended 
reached $15,727,098, as contrasted to $16,110,536 in 1930, a re- 
duction of only 2.4 per cent.” 


AIR MAIL SERVICE 


Announcement has been made by Postmaster-General Brown 
that bids for an air mail service from Bangor, Me., by St. John, 
New Brunswick, or other practicable route, to Halifax, Nova 
Scotia, one way, will be opened at noon on July 27, 1931, in 
the office of Assistant Postmaster-General W. Irving Glover, in 
charge of the air mail service. 

This is to be a seasonal service between the United States 
and Canada and is to be inaugurated as a result of a recent trip 
which Mr. Glover made to Canada, during which he conferred 
with postal officials of that country. It is anticipated that, when 
established, it will result in building up an extensive air pas- 
senger business between the points mentioned in the summer 
months. 





OMAHA-WATERTOWN AIR SERVICE 


The Postmaster General has extended from the Chicago- 
San Francisco air mail route a spur service from Omaha to 
Sioux City, Ia., Sioux Falls, S. D., and Watertown, S. D. The 
route will connect with the United Air Lines coast-to-coast 
service at Omaha and will be operated by Boeing Air Transport, 
a subsidiary. 


AIR MAIL COMPENSATION 


With air mail lines carrying an increased number of passen- 
gers, according to Postmaster General Brown, it may be possible 
for the Post Office Department to reduce the compensation paid 
air operators for carrying the mails. An increase in air traffic 
was disclosed in statistics made public last week by the Aero- 
nautical Chamber of Commerce. (See Traffic World, July 18, 
p. 136.) 


GRAVEL PIT OPERATES A RAILROAD 


The Railroad Commission of Texas holds that owners of 
a gravel pit may charter and operate, as a common Carrier, a 
railroad, however short the line may be, and that such road is 
entitled to a division of the freight returns with its intersect- 
ing line. The commission held a hearing on the division of 
freight revenue to be given the Sanford & Northern, a new 
line running 1.4 miles from Sanford, on the Chicago, Rock 
Island & Pacific in Hutchinson county, to a gravel pit at Riv- 
erside. The Rock Island had refused to give the Sanford & 
Northern a division, stating that it was owned by the gravel 
company and built to haul that company’s products. The com- 
mission held, under a ruling from the attorney-general, that a 
division was necessary because the road was chartered as a 
common carrier. 

The amount of the division was not fixed and attorneys 
have until August 1 to file their briefs. The joint line rate is 
higher than the single line rate, but the gravel company’s share 
will more than offset that, attaches of the commission said. 
O. D. Hudnall, rate expert of the commission, predicted that 
companies operating some 25 to 30 other gravel pits in Texas 
would adopt a similar policy. Heretofore they have borne the 
expense of hauling to the trunk line. 


SUSPENDED TARIFFS 


In I. and S. No. 3626, the Commission has suspended from 
July 19 until February 19 schedules in Twenty-fourth Revised 
Page 96 and Twenty-fifth Revised Page 96 to Louisville & Nash- 
ville I. C. C. No. A-15239. The suspended schedules propose 
to increase the switching charges on logs and lumber, carloads, 
between Cincinnati, O., and Covington and Newport, Ky., from 
1% cents to 4 cents a hundred pounds, the minimum car charge 
remaining at $5.85, and to eliminate the maximum car charge 
of $9, which, for example, would increase the switching charge 
on a car of 40,000 pounds to $16. 


CONSOLIDATION OF RAILROADS 


The Jamestown (N. Y.) Chamber of Commerce has filed a 
petition with the Commission in No. 12964, Consolidation of 
Railroads, asking that the Jamestown, Westfield & Northwest- 
ern Railroad be not assigned to any individual railroad system 
but that it be assigned jointly to two or more trunk line sys- 
tems which compete with the Erie, and that its separate identity 
as a terminal line be preserved. It said no reference to the 
line was made in the Commission’s consolidation plan report. 
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OCEAN SHIPPING DEVELOPMENTS 


The Traffic World New York Bureau 


The week just passed has been one of the dullest in some 
time for the full cargo trades and the consensus in current 
reviews of the market by freight brokers is that little change 
will be seen in the situation for some time. The recent heavy 
chartering in the West Indies time charter market is held 
responsible for the lull. The amount of tonnage available at 
present is small, suggesting the probability that there will be 
no immediate change in the freight structure. The present 
unsettled economic conditions in Europe are also held to be a 
factor in‘retarding stabilization of the market. 

Grain business from the St. Lawrence continues to be 
negligible and although several fixtures were made from the 
gulf, the future outlook is not bright in the face of impending 
large shipments from Russia, the nearby European harvest and 
the large stocks of grain on hand on this side. Grain fixtures 
made indicate rates from the gulf to Antwerp-Rotterdam as on 
the basis of llc for prompt loading, 10%c for later consumma- 
tion. One fixture from Montreal to London for late July loading 
was made on the basis of 1s 744d. 

The coal, sugar time charter and tankers’ markets con- 
tinue stagnant, with little future business in sight at the 
moment. The market for lumber to the River Plate has shown 
some activity, but future orders are slow in developing. One 
steamer took $12.85 for a lumber cargo from the South Atlantic 
and gulf to the Plate, two ports of discharge, July loading, 
while another accepted $12.90 for August loading. 

Effective as of July 24, the Eastern Steamship Lines, Inc., 
one of the biggest coastwise combinations operating on the 
Atlantic coast, will quote differential freight rates under the 
all-rail rates between the principal points in New England and 
New York via the port of Boston, Captain Eugene E. O’Donnell, 
president of the company, announced. 

At the same time, Captain O’Donnell disclosed that plans 
have been completed under which freight would be carried to 
and from India Wharf in Boston and New England points by 
motor trucks, and that an overnight service would be offered to 
shippers in both directions. 

James W. Elwell & Co., Inc., agents for the Fabre Line, 
announce the receipt of advices from London stating that the 
new Portuguese customs regulations effective August 1 require 
that the marks, numbers, weights, contents, and any other in- 
formation shown on bills of lading must correspond exactly 
with what is stenciled on the packages. Any discrepancies 
between what is mentioned on the packages and bills of lading 
will result in fines being imposed by the customs authorities. 
Shippers are cautioned to see that the details stated in the 
bills of lading correspond exactly with those stenciled on the 
packages. 

Chilean advices state that while the run of the passenger 
steamers Teno and Aconcagua of the Compania Sud Americana 
de Vapores between Valparaiso and New York is temporarily 
suspended, the new motor ship Tolten of the same company 
will continue it scheduled trips between these two ports as 
requested by the Consulate General of Chile in the United 
States. 

The Atlantic Fruit & Sugar Company, owner and operator 
of the Atlantic Navigation Corporation, has notified the banana 
trade that, after July 25, it is discontinuing the fruit division of 
its business, which has been conducted by the Banana Sales 
Corporation. 

The company will be succeeded in this branch of the busi- 
ness by the Standard Fruit & Steamship Company, which also 
will operate the steamship services heretofore operated by the 
Atlantic Navigation Corporation. 

In connection with the recent report of a 50c rate being 
fixed on coffee from Brazil to United States ports, it is learned 
that the passenger lines are meeting the rates quoted by the 
freight carriers, as the differential between passenger and 
freight steamers was eliminated by the conference on May 6 
on the ground that there was no justification for it in view of 
the low prices and heavy stocks on hand here. In the last 
week the rates were thrown open, leaving no basis for any 
differential. 

Efforts of ship lines operating in the coffee trade between 
Brazil and the Gulf and North Atlantic ports to form a single 
conference and stabilize freight rates have failed and coffee rates 
have been declared on an open basis. The seven principal lines 


recently tried to prevent a rate war in the trade, but their in- 
ability to reach a common ground either through a conference 
or a pool ended with each line in the field for itself. 

The rates have been 65 cents for 132 pounds on passenger 
ships and 60 cents on freight ships, with the rate to New York 


the same as to Gulf ports. A cable dispatch to the Coffee Ex- 


_change said that a cut of 25 cents had been made. 


In the past, a conference of the Munson, Furness-Prince, and 
American Republics Lines has operated, and the non-conference 
lines included the Lloyd Brasileiro, the International Freighting 
Corporation, Moore & McCormack and the Wilhelmson Line. 
E. N. Stockard, of the Moore & McCormack Company, said his 
company sought to bring all lines into conference and had offered 
inducements to the other lines to obtain their approval. This 
failed, he said, when other lines suggested a pool and the allot- 
ment of cargoes. 

Opposed to the attitude of Moore & McCormack is the Mun- 
son Line, whose president, Frank C. Munson, sent the following 
to the coffee trade: 

We regret to advise you that it was necessary for the Coffee 
Conference Lines, operating from Brazil to ports of North Atlantic 
and the Gulf, to place rates on coffee on an open basis. This con- 
dition is made necessary by the fact that certain freight lines 
operating outside the conference have cut rates to such an extent 
as to prejudice not only the lines of the Coffee Conference but also 
the shippers who have patronized the conference lines. 

The Munson Line believes in conferences which have government 
approval and in the stabilizing of freight rates on coffee as being in 
the best interests of shippers, consignees and the shipping lines con- 
cerned. However, during this period of open rates it will be our 
policy to work with all shippers and consignees in an effort to 
enable them to meet competitive transportation conditions brought 
about by this upset in coffee rates. 

The Bureau for the Suppression of Theft and Pilferage an- 
nounces the election of the following directors: For one-year 
terms—H. W. Beebe, president, Carpinter & Baker; R. S. Guil- 
ford, assistant freight traffic manager, International Mercantile 
Marine Co.; C. W. Kenick, general freight manager, Cunard 
Steamship Co.; C. P. Kremer, general manager, United States 
P. & I. Agency; C. A. Mason, general manager Lumbermen’s 
Mutual Casualty Co.; C. H. Callaghan, president, Callaghan Ship- 
ping Co.; P. B. Blanchard, president, Turner & Blanchard, 
Inc.; E. W. Murray, manager marine insurance department, 
Appleton & Cox, Inc. For two years—Robert F. Hand, vice- 
president, Standard Shipping Co.; J. N. Clymer, general safety 
manager, United Drydock Co.; H. M. Lee, president, Lee & Sim- 
mons, Inc.; F. B. Daizell, president, Daizell Towing Co.; J. M. 
Emery, manager marine department, Lackawanna Railroad; H. D. 
Stevenson, secretary, M. P. Smith, Inc.; G. S. Hinkins, general 
manager, Dollar Steamship Co.; F. A. Russell, president, Tice 
Towing Co. For three years—Grover A. Whalen, general mana- 
ger, John Wanamaker; A. L. Becker, manager inward freight 
department, North German Lloyd Steamship Co.; H. B. Walker, 
president, American Steamship Owners’ Association; R. Nar- 
relle, president, Atlantic Lighterage Co.; J. D. Roosa, chief of 
police, New York Central Railroad Co.; Bruce Stout, chief of 
police, Central Railroad of New Jersey; A. S. Adams, Platt, 
Fuller & Co.; F. J. Bennett, assistant operating manager, Amer- 
ican-Hawaiian Steamship Co. 

Continuing its efforts to obtain a clarification of Treasury 
Decision 44919 issued last May providing for the entry of certain 
general classes of merchandise without a consular invoice, the 
Merchants’ Association of New York sent a telegram to the 
Commissioner of Customs urging that either steps be taken 
immediately to explain the full intent of this decision or that the 
effective date be postponed. 


As matters now stand, the decision is scheduled to become 
effective on August 1. Inasmuch, however, as it has not been 
interpreted except in a few specific cases, those affected by it 
have only the vaguest idea of how various kinds of merchandise 
will be affected. Furthermore, such interpretations as have been 
given in various government quarters have sometimes been con- 
tradictory and have served only to add to the confusion. 

Importers report that, because of the fact that they had been 
unable to notify their shippers abroad of the intent of the deci- 
sion, they were apprehensive that they will be in serious diffi- 
culties after August 1. 


WORLD SHIPBUILDING 
A gain of 70,000 gross tons in the United States total was 
the outstanding exception to a general decline in the volume of 
merchant ships under construction in the principal shipbuilding 
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countries of the world in the second quarter of the current year 
as compared with the first quarter, according to an analysis of 
world shipping figures by the Commerce Department’s transpor- 
tation division. 

Total gross tonnage under construction in the second quarter 
in all countries (except Russia, for which figures are not avail- 
able) amounted to 1,826,000 tons in comparison with approxi- 
mately 2,000,000 tons in the first quarter and 3,058,000 tons in 
the corresponding period of last year, according to figures com- 
piled by Lloyd’s Register of Shipping. 

Ships under construction in the United States in the second 
quarter totaled 301,489 gross tons, an advance of 70,000 gross 
tons over the first quarter and of 63,000 tons over the total for 
the corresponding quarter of 1930, bringing this country’s figure 
to a higher point than at any time since the war-building boom. 

Once again the bulk of the world decline is accounted for 
by the shipyards of Great Britain and Ireland, which show a 
decrease from the total in the quarter ended March 31 last, of 
138,000 gross tons. Little more than 500,000 tons of merchant 
ships are now being built in Great Britain and Ireland, a figure 
below which these countries have not fallen since 1892. 


WATER CARRIER AGREEMENTS 


The following agreements filed in compliance with section 
15 of the shipping act of 1916 were approved by the Shipping 
Board July 21: 


Quaker Line with National Navigation Lines: Through billing 
arrangement covering shipments from Atlantic coast ports of call 
of Quaker Line to Topolobampo and other Mexican ports of call of 
National Navigation Lines, with transhipment at San Francisco, 
Los Angeles or San Diego. Through rates are to be the sum of the 
current rates for intercoastal transportation quoted by Quaker Line 
at time of shipment plus $10 per ton, weight or measurement, of 
which National Navigation is to receive $10 per ton and Quaker 
the remainder. In no event are the Quaker Line’s currently quoted 
intercoastal rates to be in excess of rates shown in Westbound Tariff 
No. 4 of the former United States Intercoastal Conference. Cost of 
transhipment is to le absorbed in equal proportions by the two lines. 

Mooremack Gulf Lines, Inc., with Wilhelmsen Line-Swedish 
America Mexico Line (joint service): Provides for through ship- 
ments of newsprint paper in bales, Norway, Sweden and Finland to 
Tampa, Florida. Through rates to be the through rates in effect 
in the trade at time of shipment and to be apportioned 3/7ths to 
the trans-Atlantic carrier and 4/7ths to Mooremack Gulf, the latter 
to absorb cost of transfer and in transit customs entry at New 
Orleans. The agreement is subject to cancellation upon 30 days’ 
notice by either party to the other. 

Luckenbach Steamship Company, Inc., with Houston Line: Ar- 
rangement for through movement of canned goods and dried fruit 
from Pacific coast ports of call of Luckenbach to designated South 
and East African ports, transhipment New York. Through rates 
to be the same as rates published by Pacific coast-European con- 
ference carriers on transhipment cargo moving via European ports 
and to be apportioned 40 per cent to Houston Line and 60 per cent 
to Luckenbach, the latter to absorb cost of transhipment. 

Ellerman & Bucknall Steamship Company, Ltd., with Andrew 
Weir & Co.: The agreement submitted is identical in terms with the 
first four paragraphs of agreement between the same parties filed 
May 16, 1917, and later approved by the board. An additional para- 
graph setting forth the fact that vessels operated in the joint serv- 
ice at the time of filing the agreement were under requisition to 
the British government and operated for government account was 
included in such earlier agreement. The purpose in resubmitting the 
agreement at this time is to eliminate therefrom this obsolete pro- 
vision in respect to operation of requisitioned vessels. As presently 
filed the agreement provides for operation of the vessels of the two 
principals in a joint service between United States ports and British 
India, Ceylon and Burmah under the name of the American & Indian 
Line. Under the arrangement all sailings eastward in the joint serv- 
ice are to be provided by Ellerman & Bucknall, except four sailings 
per annum by Andrew Weir & Company vessels. Westward, except 
from Bombay, 70.21 per cent of the tonnage is to be furnished by 
ilerman & Bucknall and 29.79 per cent by Andrew Weir & Company. 
A separate service westward from Bombay is to be operated by the 
parties under the name of the Bombay American Line managed by 
Andrew Weir & Co. Tonnage in this service is to be furnished on 
the basis of two-thirds by Andrew Weir and one-thrid by Ellerman 
& Bucknall. Freight rates quoted by the parties in connectoin with 
both services are to be based on market conditions existing at the 
various ports. 


The following modification was approved: 


Williams Steamship Corporation with Baltimore & Carolina Line, 
Inc.: Modification of an agreement between the same parties, ap- 
proved by the board October 9, 1929, providing for through movement 
of shipments from United States Pacific coast ports to Miami or 
Jacksonville, with transhipment at Charleston, S. C. The modification 
is for the purpose of extending this agreement to cover through 
shipments from United States Pacific coast ports to Fort Pierce, 
Fla., via Charleston. 





COASTWISE LAWS 


The Shipping Board has adopted a resolution certifying 
that adequate American flag shipping service does not exist 
between the United States and the Virgin Islands and recom- 
mending that those provisions of the merchant marine act of 
1920 subjecting this trade to the United States coastwise laws 
be suspended for an additional period of one year. The board’s 
declaration in this matter is as follows: 


Resolved, that certification be made to the President of the 
United States that such adequate steamship service has not been 
established and that he be requested to issue a proclamation, in 
accordance with authority vested in him by section 21 of the mer- 
chant marine act, 1920, extending the time for the establishment 
of such steamship service with the Virgin Islands from September 
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30, 1931, to September 30, 1932, and deferring the time for the ex- 
tension of the coastwise laws of the United States to such islands 
from September 30, 1931, to September 30, 1932. 


BARGES ON HENNEPIN CANAL 


Secretary of War Hurley has approved a recommendation of 
the advisory board of the Inland Waterways Corporation with 
reference to operations by the corporation through the Hennepin 
Canal in Illinois between the Mississippi and Illinois Rivers. 
The recommendation of the board follows: 


Whereas, The report of a trial trip through the Hennepin Canal 
by the chairman and executive of this corporation, with a cargo of 
corn, demonstrated that at a rate of 7% cents per hundred pounds 
for grain from the Twin Cities to Pekin, operation would be at a 
loss, and as there is no assurance at this time of return cargo suffi- 
cient to overcome this loss; in view of the capital expenditure nec- 
essary to put the Hennepin Canal in shape for practical operation, 
including dredging, piling at locks, lighting, etc., and further in view 
of the fact that the corporation has no power equipment for this 
service and new equipment would have to be provided: 

Resolved, That the board of advisors is not willing at this time 
to approve operations through this canal. z 

The board, however, was of the opinion that if and when the 


following conditions were fulfilled, the canal offered the oppor- 


tunity for logical and economically sound operations: 

Completion of a 7 foot channel with 80 foot width, with at least 
60 foot navigating width at bottom of channel. 

teduction of number of locks from 32 to 15 or 16. 

Construction of locks sufficiently large to accommodate two barges 
and power boat at one locking. 

Construction of approaches and exits from the locks to allow of 
continuous safe navigation, day and night, and proper night illumina- 
tion of the locks. 

Widening of viaducts over several rivers. 

Completion of the Illinois project to Chicago. 

Properly designed power boats and barges to fit the foregoing 


conditions. 
MISSOURI RIVER DEBATE 


Desirability of development of the Missouri River for navi- 
gation purposes was debated at Tecumseh, Neb., July 18, by 
Former Governor of Nebraska Arthur J. Weaver, who took the 
affirmative, and State Senator Kenneth C. Wherry and E. P. 
Ryan, Grand Island, Neb., president of the Nebraska Traffic 
League, who opposed the development. The occasion was Te- 
cumseh’s diamond jubilee and a large crowd indicated its inter- 
est in the subject by its attention to the two-hour debate. C. E. 
Childe, traffic manager of the Omaha Chamber of Commerce, was 
scheduled to appear with Former Governor Weaver in defense 
of the proposed development, but was not on hand. 

Without exception, said Former Governor Weaver, govern- 
ment surveys indicate that public savings more than sufficient 
to justify the cost of development would result from navigation 
on the Missouri. “This important question is not a political one,” 
he declared. “Both political parties, in continual platform 
declarations and through the action of their members in Con- 
gress, are in accord as to the national policy.” He said it now 
cost twice as much, and sometimes more, to ship agricultural 
products from Nebraska to either coast as to ship from one 
coast to another. Waterway development, he held, was the 
answer for that situation. 

Representative Wherry charged that navigation on the Mis- 
souri would require impounding of waters of Nebraska streams 
by the federal government in violation of the ‘state constitution, 
and at the expense of irrigation and other state interests. 

Mr. Ryan said there existed no public demand for Missouri 
River navigation and that existing transportation facilities are 
more than adequate to care for the needs of the territory. 


CHICAGO LINK IN LAKES-GULF ROUTE 


Dr. L. P. Nickell, chief of the inland waterways section of 
the transportation division of the Department of Commerce, and 
a staff of ten men are in Chicago in connection with the making 
of an economic survey of the proposed Calumet River-Sag Chan- 
nel project as a link between Lake Michigan and the Illinois 
waterway at Chicago. (See Traffic World, May 9, p. 1138). The 
group is now working in the Chicago area and in the next few 
weeks will go into other areas that will be influenced by the pro- 
posed waterway. The purpose of the survey is to obtain infor- 
mation as to potential traffic and such information will be 
turned over to the War Department engineers for inclusion in a 
report to Congress, which has yet to authorize a project for mak- 
ing the necessary connection between the Illinois waterway and 
Lake Michigan at Chicago. The opening of the lakes-to-gulf 
route via the Illinois waterway and the Mississippi River for 
barge navigation will not be possible until the connecting link 
is constructed. 


IMPROVEMENT OF WATERWAYS 


Secretary of War Hurley has approved the following water- 
way improvement allotments: Houston ship channel, Tex., 
$80,000; Sabine-Neches waterway, Tex., $60,000; New Bedford 
and Fairhaven Harbors, Mass., $29,694.27; and St. Mary’s River, 
Mich., $30,092.75. The money is for continuation of work on 
the projects. 


ta tee 


Pe MOST Nh oS pact 


July 25, 1931 





The Traffic World PAGE 199 





*---AND BE SURE TO ROUTE IT 


MISSOURI PACIFIC LINES 





LRA SRK 


Wise EXECUTIVES | 
SPECIFY 7O4 WWE /MISSOURI 
Missouri PAciFic LINES | “tt PACIFIC 


FREIGHT SERVICE pe ts LINES 
For DEPENDABLE 


On-Time DELIVERY 


‘A SERVICE INSTITUTION ” 








PAGE 200 





Questions and Answers 


N this column will be answered questions of both legal and practical 

nature that confront persons dealing with traffic. A specialist on inter- 

state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 
transportation of freight. A trafic man of long experience and wide knowl- 
edge will answer questions relating to practical traffic problems. We do not 
desire to take the place of the traffic man but to help him in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a senntnaile charge. 


Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Wadkdagnen, D. C. 
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Routing and Misrouting—lInitial Carrier Not Obligated to Turn 
a Shipment to Competing Carrier Where Bill of Lading 
Does Not Contain Routing Instructions 


Texas.—Question: Would appreciate it if you would give 
the following consideration: A shipment moved interstate via 
junction point “D,”’ on a through published rate from point 
“A” to point “C” which exceeded the combination of local rates 
via junction point “B.” The originating line is not a party to 
the local rate point ‘A” to junction “B,” and claims it pro- 
tected the lowest rate applicable in connection with its line, 
which is via junction point “D,’ and declines to handle on the 
special docket for authority to make refund, based on the com- 
bination via junction point “B.” 

The bill of lading bore no routing, other than the originat- 
ing line, on whose line the industry is located, and shipment 
could have been turned over by the originating line to another 
line at point of origin, which was a party to the local rate 
“h” to “SB.” 

Please cite any cases similar to this one where carriers 
were required to make refund. 

Answer: In its decision in Colorado Bedding Co. vs. C. B. 
& Q. R. Co., 18 I. C. C. 403, the Commission held that where a 
shipment was delivered to a carrier without routing instructions, 
written or verbal, there was no obligation on the part of that 
carrier to decline the shipment because of a lower rate 
applicable via a competing line. 

That the originating line was shown in the bill of lading 
does not make inapplicable the decision of the Commission 
referred to above to the facts set forth in your letter. 


Tariff Interpretation—Application of Rule 29 of Classification 


New York.—Question: Kindly advise the proper interpreta- 
tion of Rule 29 of Consolidated Freight Classification No. 6. 

The following situation has come up. We shipped four 
40-foot creosoted pine telegraph poles from Madison, Illinois, 
to Decatur, Illinois. The first class rate is .665c between these 
points and the fourth class rate is .285c per cwt. and the actual 
weight of the poles was 6,000 pounds. The poles were loaded 
on a flat car and according to Rule No. 29 there is no provision 
for a minimum charge on articles over 36 ft. in length loaded on 
flat cars. In other words, Section 3, Sub-division A, talks about 
articles, the dimensions of which do not permit loading through 
the center side doorway, 6 ft. wide by 7 ft. 6 in. high, without 
the use of end door or window in a closed car not more than 
36 ft. in length by 8 ft. 6 in. wide and 8 ft. high, minimum charge 
4,000 pounds at the first class rate. Sub-division B, Section 3, 
talks about articles exceeding 22 ft. long, but not exceeding 36 
ft. in length. 

We would like to have your opinion as to whether or not 
a shipment such as described above would be subject to a 
minimum charge of 1,000 pounds or 4,000 pounds, at the first 
class rate, or whether it would not be subject to any minimum 
charge at all. 

Answer: In our opinion, the provisions of paragraph (a) 
of Section 3, of Rule 29, of Consolidated Freight Classification 
No. 6, govern with respect to the shipment described by you. 

The reference in this paragraph to a closed car of a given 
size is for the purpose of determining whether a shipment is 
subject to the minimum charge, that is, a closed car of a speci- 
fied size is a yardstick for determining whether or not a ship- 
ment is subject to the minimum charge provided in Section 3. 
Section 3 does not require that the shipment be loaded in a 
closed car, and the shipment may, under the provisions of 
Section 3 (a), move either in an open or closed car, but in 
either event a shipment, the dimensions of which do not permit 
loading through a side door 6 feet wide by 7 feet 6 inches high, 
without the use of end door or window, in a closed car not 
more that 36 feet 6 inches wide and 8 feet high, is subject to 
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a minimum charge of 4,000 pounds at the first class rate. See 
the decision of the Interstate Commerce Commission in Mini- 
mum Charges on Bulky Articles, 33 I. C. C. 378. 


Tariff Interpretation—Application of Section 2, Rule 10, of 
Classification to Commodities Rated Percentages of Class 
Rates 


Kansas.—Question: Please refer to your answer to Missouri, 
on page 36 of the Traffic World of July 4, 1931, under the caption 
“Tariff Interpretation,” in which you state in the last paragraph 
of your answer that the Commission has held in various cases 
that rates published in exceptions are to be considered as class 
and not commodity rates. 

Item 222 of Agent Boyd’s Exception Circular No. 17-G pro- 
vides for a Class B rating on new wooden boxes, carload, min- 
imum weight 16,000 pounds, subject to Rule 34 of the Classifica- 
tion. Item 360 of the same publication provides for a Class B 
rating on wooden barrels, carload, minimum weight as per the 
sliding scale shown in that item. The question is, on a carload 
shipment of 10,000 pounds of slack barrels and 10,000 pounds of 
new wooden boxes, mixed in the same car, is the shipper 
entitled to the mixed carload provision of Rule 10, Section 2, 
Consolidated Freight Classification No. 6, at the highest rate 
and highest minimum, which in this case would be, for a 36-foot 
car, actual weight of 20,000 pounds at the Class B rate; or 
should the shipment be charged on the basis of two carloads, 
protecting the minimum provided in each case. 


A contends that the Class B ratings provided are, in effect, 
commodity rates, expressed in terms of a class rate, and con- 
sequently the mixed carload rule cannot be applied since such 
rule is not applicable to commodity rates. In view of your 
answer referred to above, B contends that Rule 10 should be 
applied, insisting that the Class B rates are, in fact, class rates 
and are therefore subject to the mixed carload provisions of 
Rule 10, Consolidated Freight Classification No. 6. 

Would appreciate your opinion in the matter. 

Answer: In Marley Paper Manufacturing Co. vs. A. C. & Y. 
Ry. Co., 163 I. C. C. 103, the Commission, 6n page 108, said: 


The exceptions to the classification making the rates on chip board 
from that point 90 per cent of sixth class required reference to 
the tariff naming class rates. This percentage was, in effect, the 
classification rating on chip board from Winchester. We have said 
that rates published by exceptions to the classification upon the basis 
of a class rate or a proportion of a class rate, and requiring reference 
to the tariff naming the class rates, can in no sense be considered 
specific rates. Boldt Paper Mills vs. Director General, 62 I. C. C. 
171; California Packing Corp. vs. Director General, 78 I. C. C. 190; 
Elaborated Ready Roofing Co. vs. C. E. I. Ry. Co., 109 I. C. C. 401. 


In our opinion the articles referred to in your letter may 
be shipped in a mixed carload under the provisions of Section 
2, of Rule 10, of the Classification, in that the applicable rates 
are, under the decision of the Commission in the case above 
quoted from, class rates, and not in effect, commodity rates. 


Tariff Interpretation—Joint Through Domestic Rate Versus 
Combination of Domestic and Import Rates 


Tennessee.—Question: Please advise if the Commission has 
held a combination import and local rate may be used on im- 
port traffic in lieu of through domestic rate where the tariff 
naming the through domestic rate does not provide combination 
will apply if lower. 

Answer: In Standard Export Lumber Co. vs. A. & M. R. Co., 
74 1. C. C. 721, the Commission holds that the through domestic 
rate and not a combination rate composed of two factors, one 
of which was an export rate, was the applicable rate to be 
applied on the shipment covered by its opinion. 

In this case the above rule governs except when the 
domestic rate is specifically restricted to apply to domestic 
traffic. 

See, also, to the same effect Chicago Heights Manufacturers’ 
Association vs. I. C. R. R. Co., 142 I. C. C. 385. 

The same principle necessarily governs with respect to 
import shipments. 


Tariff Interpretation—Tractor Parts—Definition of 


Tennessee.—Question: I would appreciate if you will give 
me your opinion as to the correct amount that should be paid 
on the following shipment. 

We shipped from A to B, a carload of tractor parts, the 
actual weight being 14,274 pounds. The sixth class rate of 65 
cents was applied, carload minimum weight of 24,000 pounds, 
making the total charge $156.00. The question is that, in the 
shipment there was one tractor fender and one tractor gas 
tank which they picked out of the lot and on which they charged 
us an additional amount at the L. C. L. rate of $1.62 or $5.69 on 
top of the carload amount paid, making the total paid on the 
shipment of $161.19. 

The railroad company claim that this shipment was properly 
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Obviously, if you are shipping to the West, South- 
west, and Pacific Coast, dependability of schedules 
is most important. These days customers want to know 
when they can count on shipments. 

Dependable schedules and safe delivery have always 
been hobbies with the Santa Fe— from train crews up 
and down, the whole organization is “sold” on that pol- 
icy. Anyone who has traveled by the Santa Fe, or has 
met one of the “Limiteds” on the dot of time at the end 
of its cross-continent run, appreciates that. 

Back of dependable schedules is not only personnel but 
equipment, care of equipment and maintenance of way, 
and a host of other things in which the Santa Fe takes 
pride, all of which make it a matter of good judgment, 

One of the Santa Fe’s 


when shipping to Santa Fe’s territory —thirteen states, to— newest freight locomo- 
tives put into service 
SHIP VIA SANTA FE 


in December of 1930. 
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@ There is a Santa Fe 
man in each city listed 
below, call him in. 


Albuquerque, N. M. Des Moines, la. Leavenworth, Kan. Phoenix, Ariz. San Francisco, Calif. 
Amarillo, Tex. Denver, Colo. Los Angeles, Calif. Pittsburgh, Pa. San Jose, Calif. 
Atchison, Kan. Detroit, Mich. Lubbock, Tex. Pomona, Calif. Santa Barbara, Calif. 
Atlanta, Ga. El Paso, Tex. Mexico City, Mex. Portland, Ore. Santa Rosa, Calif. 
Beaumont, Tex. Fort Madison, la. Milwaukee, Wis. Pueblo, Colo. Seattle, Wash. 
Boston, Mass. Fort Worth, Tex. Minneapolis, Minn. St. Joseph, Mo. Stockton, Calif. 
Buffalo, N. Y. Fresno, Calif. New Orleans, La. St. Louis, Mo. Temple, Tex. 
Chicago, Ill. Galveston, Tex. New York, N. Y. Sacramento, Calif. Topeka, Kan. 
Cincinnati, O. . Houston, Tex. Oakland, Calif. Salt Lake City, Utah Trinidad, Colo. 
Cleveland, O. Hutchinson, Kan. Oklahoma City, Okla. San Angelo, Tex. Tulsa, Okla. 
Clinton, Okla. Indianapolis, Ind. Paris, Tex. San Antonio, Tex. Waco, Tex. 
Colorado Springs, Col. Joplin, Mo. Peoria, Ill. San Bernardino, Calif. Wichita, Kan. 


Dallas, Tex. Kansas City, Mo. Philadelphia. Pa. San Diego, Calif. Wichita Falls, Tex. 
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With the Constant Addition 


of Modern Facilities 


HOUSTON 


is rapidly becoming 
the foremost 


GRAIN PORT 
OF THE SOUTH 


Public and private elevators give it a 
storage capacity of 








4,500,000 BUSHELS | 


Plus unlimited car storage. 





The Only Car Dumpers on the Gulf Coast 


assure quick movement and the 
loading facilities can take care of 
100,000 bushels an hour to one, 
two or three ships at once. 





Ship By 


HOUSTON 


For Quick, Safe Delivery 


DIRECTOR OF THE PORT 


5th Floor, Courthouse 
HOUSTON .. . TEXAS 





billed, but I contend that the $5.69 is an overcharge and should 
be refunded. 

Answer: On page 359 of Consolidated Freight Classification 
No. 6, tractor parts, N. O. I. B. N., iron or steel, are rated 6th 
class, minimum weight 24,000 pounds, subject to Rule 34 in 
Southern Classification. 


A separate rating is, however, published on tractor fenders 
N. O. I. B. N., of first class when in carloads and double first 
class when in less than carload lots. The sixth class rating is, 
therefore, not applicable on the tractor fender which was in- 
cluded in the car. 


With respect to the tractor gas tank, it is our opinion that 
because of the ambiguity in the classification ratings, the 
shipper is entitled to the lower rate resulting from the applica- 
tion of the 6th class rating on tractor parts. There is no 
specific rating published in the classification on tractor gaso- 
line tanks, that is, this article is not specifically named. How- 
ever, if it is a tractor part, as we believe it is, and not an 
accessory, the shipper is entitled, in our opinion, to the rating 
published on tractor parts, N. O. I. B. N. on page 339 of the 
Classification, for the reason that if it is a tractor part the 
rating on iron or steel tanks, N. O. I. B. N. is not applicable, 
this rating applying only on tanks not otherwise indexed by 
name. This construction is based on the premise that tractor 
gas tanks are indexed by name under the term “Tractor parts, 
N. O. I. B. N.” If this construction is not justified, there is 
either ambiguity in the ratings because of the fact that both of 
the ratings sought to be applied use the term N. O. I. B. N. 
or there is total lack of rates. In this connection, see the Com- 
mission’s decision in Buckeye Cotton Oil Co. vs. A. & S. R., 157 
I. C. C. 657, in which case the Commission said: 


Complainant’s position is untenable. It would be obviously im- 
proper to arrive at the rate on these shipments by use of the dis- 
tance commodity rate of 28 cents named in tariff I. C. C. No. 1758 
on cottonseed hulls. The cottonseed hull shavings rate could not be 
determined without first arriving at the basing rate on cottonseed 
hulls, but, as tariffs I. C. C. Nos. 1758 and 1895 contained no cross 
references one to the other, there was no tariff authority for using 
the one in conjunction with the other in order to determine the 
rate on cottonseed hull shavings. It is true that we have found re- 
peatedly that tariff ambiguities must be resolved against the framer 
of the tariff, but this principle may not be invoked successfully 
where, as here, we are dealing with a total absence of rates in a given 
issue. * * ® 

We find that the rate charged was _ not applicable on the ship- 
ments in question, and that the record is not sufficient to enable 
us to determine what was the published and filed rate in effect and 
legally applicable on such shipments during the period of time covered 
by their transportation. 


(Continued on page 210) 


CONTRACT WAREHOUSE CASE 


The Pennsylvaniia has asked the Commission to modify 
its order in No. 15445, Gallagher vs. Pennsylvania et al., so as to 
exempt from that order the water-front warehouses of the Penn- 
sylvania in Baltimore known as the Bond warehouse and Bond 
street warehouse annex of the Terminal Warehouse Company. 
Exemption is asked upon the ground that those warehouses in 
handling water-borne freight do not come within the terms of the 
decision made in respect of the other warehouses covered by the 
complaint and the decision. This is the second attempt of the 
company to have an exemption made in behalf of the warehouses 
mentioned, the first petition having been denied on March 2, 
1931. The company, in renewing its application, suggested that 
the denial was based on the fact that it had not asked for a re- 
opening of the case such as would have enabled it to have sub- 
mitted testimony in support of the allegation that the water- 
front warehouses should not be made subject to the prohibition 
placed upon the other warehouses. The Pennsylvania said that 
it merely desired to be placed on an equal footing with the 
Baltimore & Ohio, at Baltimore, in the handling of water-borne 
freight. 


LOUISIANA RICE RATES 


Authority to reduce rates on rough and clean rice by 5% 
cents a hundred pounds in carlots to New Orleans from pro- 
ducing areas in Louisiana was granted carriers in the state 
by the Louisiana Public Service Commission, acting on an ap- 
plication filed for the railroads. The order of the Commission 
authorizes a mileage scale in which the maximum rate on clean 
rice to New Orleans was reduced from 24% cents to 19 cents 
a hundred and the maximum on rough rice scaled down from 
18% cents to 13 cents. The rates on rice bran, polish, meal 
and hulls are the same as on rough rice. The application for 
the reduction was filed by the carriers as a means of restoring 
some of the rail movement to New Orleans that had been di- 
verted to Lake Charles, La., and to meet truck and barge com- 
petition. The reduction was opposed by independent millers 
in the interior and by port authorities of Lake Charles. 
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AS. A 


FREQUENT SAILING FROM MOBILE TO THE WEST INDIES, LEEWARD AND WINDWARD 
ISLANDS, AND THE NORTH COAST OF SOUTH AMERICA, VIA THE ALUMINUM LINE. 
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The Aluminum Line has six Sail- 
ings monthly from Mobile to one or 
more of the following Ports: 


Georgetown, Br. Guiana; Paramaribo, 
Dutch Guiana; La Guaira, Venezuela; 
Puerto Caballo; Maracaibo; Barba- 
does; Guadeloupe; Martinique; Trini- 
dad; Kingston; Curacao; Port au 
Prince; Santo Domingo; Aux Cayes; 
Jacmel; and Puerto Plata. 


ROE 

yy sY Such commodities as Lumber, 

A TAY e Flour, Packing House Products, Iron 

Geb ——— and Steel articles, Drugs, Cotton 

(Key Gee dt Piece Goods, Box and Barrel Mate- 
Ze sf yy ; , el Ma 

WY rial, and other General Cargo, are 

being handled by the Aluminum Line 

from Mobile direct to the above Ports 

of Call, in increasing quantities, and 

from a territory that is being rapidly 


expanded. 
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Send for Port Booklet and Monthly Bulletin 


ALABAMA STATE DOCKS COMMISSION, MOBILE, ALA. 
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The American To- 

bacco Co. uses 
A. warehouses 

—and so can you! 


To Sales Managers In Search of 
Profitable Markets 


_.. NOW you probably know of many exist- 
ing sales opportunities . . . if only you had spot 
stocks in territories which you'd like to develop, but 
have not cultivated because you have no ‘‘branch’’ there. 


If that is your situation, A. W. A. Merchandise Ware- 
houses offer an economical solution to your difficulty: 


Send on your goods and your salesmen, and we will 
do everything for you in our 189 cities that your own 
branch houses could do in the physical distribution of 
your goods! And we’ll do it for less than it would 
cost you to operate a branch! 


Our member warehouses give ‘‘branch house ser- 
vice’? every day of the year for Lucky Strike, Beech- 
Nut, Bon Ami, Borden, Carnation Milk, Colgate, 
Comet Rice, Karo . . . and thousands of other products, 
made by manufacturers large and small. 


T. T. Harkrader, traffic director of The American 
Tobacco Co., writes: “‘We are using warehouses in 
sixteen of the larger cities for the distribution of some 
of our products, rendering the trade better service and 
making a saving in the cost of distribution. 


*‘T feel that the public warehouses have made great 
strides in the last decade in the service that they are 
rendering their customers, accomplishing the work of 
distribution with their excellent supervision better than 
it might be done in many cases by a branch agency.”’ 

Possibly this plan of distribution will help you! We 
invite you to investigate. Our 32-page free booklet 
tells all about it. Send today for your free copy. 





AMERICAN 
WAREHOUSEMEN’S 
ASSOCIATION 

1922:Adams-Franklin}Bldg., Chicago, Ill. 
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ELECTRIC TIERING TRUCK 





An electric tiering truck designed particularly for handling 
comparatively light but bulky objects in places where ordinary 
electric trucks could not be used is shown in the accompanying 
illustration. Unusual features of the truck include a maximum 
upward extension of 96 inches of the lifting forks, tilting up- 
rights that bring the load back over the main body of the 
truck, and ability to turn in practically its own length, obtained 
from a three-wheeled construction. 

Light and bulky objects weighing from 500 to 2,500 pounds, 
that must be handled and rehandled in and out of storage and 
to and from freight cars, are easily brought under control by 
this new piece of materials’ handling equipment, according to 
its manufacturers, high speed travel reducing handling time 
to a minimum. The inclined position of the load while travel- 
ing provides safety and sureness and facilitates tiering in 
narrow aisles or under other adverse conditions. 

The height of the truck permits easy passage through the 
standard box car door and the fork construction makes it pos- 
sible to pick up a load from a skid giving as little as two inches’ 
clearance from the floor. Elimination of a necessity for high 
skids gives maximum space utilization either in the box car or 
warehouse. 

All movements of the truck are controlled by the operator 
without leaving the pedals. Controllers for travel, hoist, and 
tilting are immediately in front of him. A rubber padded back 
rest for the operator is an added feature of the construction not 
usually a part of an electric industrial truck. 


VOLUME OF TRAFFIC 


Freight traffic handled by Class I railroads in May amounted 
to 30,014,344,000 net ton miles, according to reports received 
from the railroads by the Bureau of Railway Economics, 

Compared with May, 1930, this was a reduction of 6,558,984,- 
000 net ton miles or 17.9 per cent and a reduction of 11,831,644,000 
net ton miles or 28.3 per cent under May, 1929. 

In the Eastern district, the volume of freight traffic handled 
in May was a reduction of 19.7 per cent compared with the same 
month in 1930, while the Southern district reported a decrease 
of 15 per cent. The Western district reported a reduction of 
16.4 per cent. 

The volume of freight traffic handled by the Class I railroads 
in the first five months of 1931 amounted to 146,068,257,000 net 
ton miles, a reduction of 31,759,361,000 net ton miles or 17.9 per 
cent under the corresponding period in 1930, and a reduction of 
51,700,735,000 net ton miles or 26.1 per cent under the same 
period in 1929. 

Railroads in the Eastern district for the five months period 
in 1931 reported a reduction of 18 per cent in the volume of 
freight traffic handled compared with the same period in 1930, 
while the Southern district reported a decrease of 18.5 per cent. 
The Western district reported a decrease of 17.4 per cent. 
————E————[—_—<— <— <_< << $=<$_[] [ _ —_—$———=_ —~—— yy SES === 


TRAFFIC DEPARTMENT FORMS FREE—Folder with samples 
of Straight and Order Bills of Lading, Tracers, Claim Forms, Car 
Record Sheet, Car Order Forms, and many others. Speed up work, 
increase efficiency, insure accuracy. Write for your free copy now. 
ane Longe Service Corp., Merchandise Department, 418 S. Market St., 

cago, 
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The congested conditions at some of the larger 
terminals do not prevail at Peoria. Transfers of 
traffic between the 15 line haul carriers at this 
terminal are made by the P. & P. U. Railway in 
a very short time. 


Switching rates to or from all industries in 
Peoria-Pekin switching district are absorbed by 
road haul carriers, thus giving all industries the 
benefit of Peoria rates. 


Intermediate switching rates on all traffic to, 
from or via Peoria are also absorbed by road haul 
carrier. 


Make Your Bills of Lading Read Via Peoria, Illinois 


Inquiries solicited. Address E. F. STOCK, Traffic Manager 
Union Station, PEORIA, ILL. 


Peoria and Pekin‘Union|Railway Co. iN 





Fast een Service: Mexico 


Through the Ports of Tampico 
and Veracruz and the National 
Railways of Mexico 


From Veracruz to: 
Mexico City - - 23 hours 
Pachuca- - - - 23 hours 
Puebla - - - - 20 hours 


From Tampico to: 
Mexico City - - 47 hours 
Pachuca- - - - 47 hours 


The National Railways of Mexico form the larg- 
est rail system in Mexico (8465 miles of track) 
serving 22 states, or approximately 76% of the 
total territory of the Republic. 





Weekly services: New York (Ward Line) 
New Orleans (Cuyamel Line—American 


Fruit & Steamship Corporation.) For complete information, communicate with 


F. P. De Hoyos, Gen. Agent F. N. Puen Gen. Ast. F. C jens . Agt. 
1515 hon uilding 44) Monadrioek Bid, 1520 
Through bills of lading issued by _ New York City San Francisco, Calif. Two-0-One. ‘Rorth wets Bidg. 


steamship lines teal dustiantions A. Horcasitas, Com. Agt. _F. 
ontheNationalRailwaysof Mexico ‘' NAGileans La” id a) Proje Bietse Blaa eth Meme, Cam idg. 
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Digest of New Complaints 





No. 24549. Wailes Dove-Hermiston Corporation et al., New York, N. 
I. Ve. ee & RR. ot. al. 

Unreasonable rates and charges, coating for iron and/or steel 
ie paving, and other purposes, E. St. Louis, Ill., Garwood, 

. J., Philadelphia, Pa., Cleveland, O., Chicago, IIl., Tulsa, Okla., 
iesalian Tex., and other points to points in that portion of the 
United States east of and including Ariz., Colo., Wyo., Neb. and 
Minn. Ask rates and reparation. 
24550. Marcus-Ruth-Jerome Co., New York, N. Y., vs. P. & L. E 
et al. 
Unreasonable 
Grease, Neville Island, Pa., 
Tex., and North Baton Rouge, La. 
No. 24551. Rockwood, Alabama, 

B. & O. et al. 

Unreasonable rates and charges, 
Loughborough, Md., to Hartford, Conn. Ask rates and reaparation. 
No. 24552. Lexington Seed Co., Lexington, Ky., vs. L. & N. et al. 

Charges in violation section 6, soy beans, Hertford, N. C., to 
Lexington, Ky. Ask reparation. 

No. 24553. F. C. Willey, Gates, N. C., vs. A. C. L. et al. 

Unreasonable rate, pine cordwood, Gates, N. C., to Philadelphia, 
Pa. Ask rates and reparation. 

No. 24554. Ozark Utilities Co., Kansas City, Mo., vs. St. L.-S. F. et al. 

Unreasonable charges, fuel oil, points in Kansas to Greenfield and 
Bolivar, Mo. Asks reparation, 

No. 24555. Crescent Coal Co. and Sunnyside Coal & Coke Co., Evans- 
ville, Ind., vs. a & 

Unreasonable rates in connecton with transportation of bitumi- 
nous coal, between certain points in the Evansville, Ind., switching 
district. Ask rates and reparation. 

No 24536, Sub. No. 1. Western Burlap Bag Co., Chicago, IIll., vs. C. C. 
cC. & St. L. et al. 
Charges in violation sections 1 and 6, second-hand burlap bags, 

Chicago, Ill., to Indianapolis, Ind. Asks rates and reparation. 

No. 24556. Henry H. Cross Co., Chicago, ill., vs. T. & P. et al. 
Unreasonable rates, fuel oil, Pyote, Tex., to Indiana Harbor, Ind. 

Asks cease and desist order and waiver of collection of under- 

charges. 

No. 24557. Ralston Purina Co., Inc., St. Louis, Mo., vs. A. & S. et al. 
Rates in violation sections 1 and 3, new burlap bags, St. Louis, 

Mo., and E. St. Louis, Ill., to Nashville, Tenn. Asks rates and 

repéz ire ation. 

No. 24558. Southern Traffic Service, Wilmington, N. C., 

Lumber Co., vs. A. C. L. et al. 

Rates in violation sections 1 and 4, lumber, Groveland, Fla., to 

Charlotte, N. C. Asks reparation. 


No. 


rates and charges, inedible tallow and_ inedible 
to Baytown, Chaison and Port Arthur, 
Asks rates and reaparation. 
Stone Co., New York, N. Y., vs. 


building stone, Bethesda and 


for Nolan 
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Concordia, Kan., vs. A. T. 





No. poe The Metz Packing Co. et al., 
& ¥. et al. 


Tracieet hy rates, dressed poultry, live poultry, butter and 
eggs, straight or mixed carloads, Beloit, Concordia, Downs, Glasco, 
Goodland, Mankato, Norton and Smith Center, Kan., Burlington 
and Stratton, Colo., to Boston, Harrison Square and Worcester, 
Mass., Detroit, Mich., Weehawken, N. J., Black Rock, Buffalo, 
Buffalo Junction and’ New York, N. Y., Cleveland, O., Philadel- 
phia, Pittsburgh and Scranton, Pa. Asks rates and reparation. 


CAR SURPLUS REPORT 


The average daily surplus of freight cars in the period July 
1-7, inclusive, was 579,209, as compared with 599,282 cars the 
preceding period, according to the car service division of the 
American Railway Association. The surplus was made up as 
follows: 

Box, 241,561; ventilated box, 2,555; auto and furniture, 42,456; 
total box, including cars in Pocahontas district not classified, 287,072; 
flat, 20,673; gondola, 124,522; hopper, 95,687; total coal, including cars 
in Pocahontas district not classified, 223,622; coke, 1,055; S. D. stock, 
25,472; D. D. stock, 4,302; refrigerator, 13,995; tank, 789; miscellaneous, 
2,229, 

e 
Canadian roads reported a surplus of 41,400 cars, made up 
of 35,350 box, 2,300 auto and furniture, 200 flat, 225 coal, 850 
S. D. stock, 1,775 refrigerator, and 700 miscellaneous cars. 


CONDITION OF EQUIPMENT 


Class I railroads on July 1 had 172,776 freight cars in need 
of repairs or 7.9 per cent of the number on line, according to the 
car service division of the American Railway Association. This 
was a decrease of twenty-nine cars below the number in need 
of repair on June 15, at which time there were 172,805 or 7.8 
per cent. Freight cars in need of heavy repairs on July 1 totaled 
122,779 or 5.6 per cent, an increase of 621 compared with the 
number on June 15, while freight cars in need of light repairs 
totaled 49,997 or 2.3 per cent, a decrease of 650 compared with 
June 15. 

Class I railroads on July 1 had 5,938 locomotives in need of 
classified repairs or 10.9 per cent of the number on line. This 
was a decrease of 139 locomotives below the number in need of 
such repairs on June 15, at which time there were 6,077 or 11.2 
per cent. Class I railroads on July 1 had 9,394 serviceable loco- 
motives in storage compared with 9,639 on June 15. 








GREAT LAKES ‘TRANSIT 
CORPORATION 


223 Erie Street 


uled sailings. 





savings under all-rail. 


Ship your freight via Great Lakes Transit Corporation and have it move on sched- 
Rates all-water and lake-and-rail between Eastern and Western 


points, including the Atlantic Seaboard and the Pacific Coast reflect substantial 


BUFFALO, N. Y. 





PROPOSED SAILINGS FOR AUGUST, 1931 















































. b 8 b 3 P 
LAKE SUPERIOR Sly/8) |Zlelale/d| |aleislel4d| jalei4ale 
DIVISION PEI ElBIS(S/FlEl bl eisai el€lEleisiai ale 
: : qa ° 

SIS IS IAlLSIEVSIS/S/AlLS/EVSIS/S/AlS/E| o/s 
Ly. BUFFALO . 7/27'7/29|7/30\8/ 1\8/ 3|8/ 5\\8/ 7/8/ 9/8/10/8/12/8/14/8/16)/8/18/8/20/8/21/8/23|8/25|8 /27)||8/29/8/31 
Ly. ERIE SRP Le eS oo 7/27|7/29|7/30|8/ 1\8/ 3|8/ 5|/8/ 7/8/ 9/8/10/8/12/8/14/8/16||8/18/8/20/8/21 8/23/8/25/8/27 8/29)8/31 

Ly. CLEVELAND................... 7/28|7/30|7/31/8/ 2|8/ 4|8/ 6||8/ 8/8/10/8/11/8/13 8/15|8/17 8/19 8/21/8/22|8/24'8/26/8/28)|8/30/9/ 1 

A 9) 7/29'7/31|8/ 1|8/ 3\8/ 5|8/ 7||\8/ 9/8/11/8/12/8/14/8/16|8/18)|8/20/8/22'8 /23 8/25 8/27/8/29||8/31|9/ 2 
(SRO: ————a aa 7/31|8/ 2|8/ 3\8/ 5|8/ 7/8/ 9)\8/11 8/13/8/14|8/16/8/18|8/20 8/22/8/24|8 /25|8/27|8/29 te 9/ 2|9/ 4 
Oty): ee ...|8/ 2/8/ 4|8/ 5/8/ 7/8/ 9|8/11)|8/13|8/15)8/16)8/18)8/20)/8/22)|8/ /24\8 /26|8 /27/8 /29|8/31 9/ 2119/ 4/9/ 6 
Ar. BUFFALO rere -.........../8/ 618/ 818/ 918/11\8/13 8/15)||8/17|8/19|8/20|8/22|8/24/8/26 8/28|8/30/8/31/9/ 2|9/ 4|9/ 6/|9/ 8/9/10 
LAKE MICHIGAN PSlalalal®]elals/siFielal/siaizie/s 

DIVISION a siaiel8& aia/iel8 si¢diel § 

Sisal eléis sla lslsisl slal ales] 3 
Ly. BUFFALO. Pes ihE tS AP iin ieee 7/26| 7/28) 7/31) 8/ 2) 8/ 4|| 8/ 6] 8/ 8| 8/11) 8/13) 8/15)| 8/17) 8/19) 8/22) 8/24) 8/26)| 8/28) 8/30 
I og aes sed woe aoa 7/27| 7/29| 8/ 1) 8/ 3] 8/ 5i| 8/ 7| 8/ 9) 8/12) 8/14) 8/16)| 8/18) 8/20) 8/23) 8/25) 8/27); 8/29) 9/ 1 
pe fi 8) 7/28| 7/30) 8/ 2) 8/ 4| 8/ 6)| 8/ 8| 8/10) 8/13) 8/15) 8/17/| 8/19) 8/21) 8/24) 8/26) 8/28) 8/30) 9/ 2 
Lv. MILWAUKEE.......... _... | 7/80] 8/ 1) 8/ 4) 8/ 6) 8/ 8] 8/10) 8/12) 8/15) 8/17) 8/19|| 8/21) 8/23) 8/26) 8/28) 8/30 / 1) 9/ 3 
Ar. NAVY PIER, CHICAGO... | 7/30) 8/ 1| 8/ 4| 8/ 6| 8/ 8|| 8/10} 8/12) 8/15) 8/17) 8/19)| 8/21) 8/23) 8/26) 8/28) 8/30 9/ 1) 9/ 3 
Ar. SOUTH CHICAGO......... 7/31| 8/ 2| 8/ 5| 8/ 7| 8/ 9|| 8/11) 8/13) 8/16) 8/18) 8/20)| 8/22) 8/24) 8/27| 8/29) 8/31|| 9/ 2) 9/ 4 
Lv. SOUTH CHICAGO......... 7/31) 8/ 2| 8/ 5] 8/ 7| 8/ 9]| 8/11) 8/13) 8/16) 8/18) 8/20) 8/22) 8/24 8/27| 8/29 8/31); 9/ 2) 9/ 4 
Ly. MILWAUKEE............... 8/ 1| 8/ 3} 8/ 6| 8/ 8| 8/10|| 8/12) 8/14) 8/17) 8/19) 8/21); 8/23) 8/25) 8/28) 8/30) 9/ 1|| 9/ 3) 9/ & 
| eer _.. | 8/ 4| 8/ 6) 8/ 9) 8/11) 8/13]| 8/15) 8/17) 8/20) 8/22) 8/24)| 8/26) 8/28) 8/31 9/ 2) 9/ 4!) 9/ 6| 9/ 8 
Sg ree 8/ 5] 8/ 7| 8/10) 8/12) 8/14)| 8/16] 8/18] 8/21) 8/23) 8/25)| 8/27| 8/29] 9/ 1) 9/ 3] 9/ 5} 9/ 7| 9/ 9 











a 
# 
§ 

































July 25, 1931 


NOW IS THE TIME 
TO LOCATE 
YOUR INDUSTRY 


on the 


CHICAGO AURORA +o ELGIN RAILROAD 


ATTRACTIVE SITES 


In the heart of the world’s markets; 
10 carload interchange connections with 


Belt and Trunk Line Railroads; through 
freight rates established; fast, depend- 





able electric freight and passenger 
service; unlimited power and labor 
supply; ideal living conditions; plenty 
of room for expansion. 





_, 


We have complete information on 
attractive industrial sites in this territory 
and invite your inquiries. 


w/CHICAGO 


', —— 
[AURORA AND FE LGIN| 





> RAILROAD Qa 


Three Belt Railroads 


C. H. SCHILDGEN, Industrial Agent 
: C. D. FINNEGAN, Asst. Industrial Agent 
M 72 West Adams St., Chicago Phone State 0517 
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Carload 
Interchange | 
Connections with 
Five Important 
Trunk Lines and 


St. Paul, Minn. 
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The Traffic Managers 
whom we haven't met— 


are those who are not anxious to save transportation 
costs this year. A saving in freight charges means a 
better selling price—or a better margin of profit— 
at destination, which is one of the “‘breaks’’ the 
sales manager wants. 

Freight not only moves economically by way of 
the lakes, but cartage charges from train to ship 
and ship to train—at both Buffalo and Duluth—are 
eliminated; all railroads entering those ports serve 
MAT docks directly. 

In order to get your merchandise to market most 
economically and yet with the most careful and 
dependable service 


USE 
POKER FLEET SERVICE 


MINNESOTA-ATLANTIC 
TRANSIT COMPANY 


Detroit Trust Company, Receiver 


Minneapolis, Philadelphia, 
Min Pa. 


Buffalo, N. Y. 
Detroit, Mich. 
Cleveland, Ohio 


Duluth, Minn. 
New York, N. Y. 


THE 








PAGE 208 








Personal Notes 





G. W. Terry has been appointed general agent, Wabash, 
with headquarters at Salt Lake City, succeeding A. P. MacInnis, 
promoted to assistant general freight agent at St. Louis. W. 
A. Hopkins has been appointed general live stock agent, with 
headquarters at St. Louis. George F. Harrigan has been ap- 
pointed general agent, freight department, with headquarters at 
Houston, succeeding P. L. Johnson, promoted. J. C. Law has 
been appointed traveling freight agent at Toronto, Ont. 

William R. Dawes has been elected president of the new 
Chicago Regional Port Committee. Other members of the com- 
mittee are as follows: Col. Walter J. Riley, East Chicago, Ind., 
and John T. Pirie, E. M. Antrim and Floyd L. Bateman, of 
Chicago. 

Miss Irma Marohn, package stylist of the Robert Gair Com- 
pany, spoke before students of the division of marketing of 
New York University, July 18, on “The Importance of Style 
in Modern Packaging.” 





Doings of the Traffic Clube 


“~ - ail 





The eleventh annual picnic of the Portland Industrial Traffic 
Club will be given at Grant’s Park, on the Clackamas River, 
July 26. There will be a baseball game between the Portland 
Industrial Traffic Club and the Portland Transportation Club 
and a variety of other sports. 





Inaugurating its series of educational discussions on all 
phases of transportation, “The Shipper’s Problems and Require- 
ments of Present-Day Transportation Facilities” is the subject 
for the next meeting of the Pacific Traffic Association, July 28, 
at the Palace Hotel, San Francisco. James A. Keller, vice- pres- 


ident in charge of sales and traffic, Pacific Portland Cement 


Rate Relationship Studies, 


Mills Bldg. 
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15% RATE INCREASE CASE 
Hearings to Be Resumed August 10 


For those intending to present evidence in this case we offer to prepare 


Chronological Rate Histories, showing Trends, 


Short-line Distance Compilations. 


Statistics on Commodity Production, Price Ranges, Tonnage 
Movement, Imports and Exports, Distribution as between 
Domestic and Export; also statistics showing Trends, such 
as Ratios of Price Ranges to Rate Trends, etc. 


Carrier financial, operating and traffic statistics, with trends, 
Rate Statements (between any points), 
Reproductions or Digests of Records in former cases. 


Copies of Decisions, Reports and other Documents will be furnished. 


Wire advice relative to proceedings at Washington hearings or other 
features of the Commission's program will be given. 


THE TRAFFIC SERVICE CORPORATION 


Special Service Department 
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Company, is the only speaker thus far announced, though there 
are to be others. A questionnaire was sent to all traffic man- 
agers in the district in preparation for the discussion. Mem- 
bers of the Women’s Traffic Club of San Francisco and their 
friends have been invited. 





The annual picnic of the Traffic Club of Kansas City will 
be given at Beautiful Wildwood Lakes August 31. The entire 
resort has been reserved for club members and families. 





The Transportation Club of St. Paul was invited to a golf 
tournament luncheon sponsored by the St. Paul Junior Asso- 
ciation of Commerce, in connection with the second annual 
$10,000 Open Golf Tournament, at the Hotel St. Paul July 22. 





The Traffic Study Club of Akron will give a golf tournament 
and buffet lunch at the Maple Crest Golf Course August 4. 





The monthly meeting of the Transportation Club of Peoria 
and an open air fish fry will be held July 80. Entertainment 
will be furnished by the Chicago & Illinois Midland Railway. 





The Women’s Traffic Club of San Francisco held a dinner 
meeting at the Women’s City Club July 23. The subject was 
“Silver,” its history and other matters being discussed by two 
speakers versed in commercial and banking aspects of the 
subject. 





The tenth anniversary edition of the Traffic Club of Atlanta 
“annual” has been issued. It is a handsomely bound publica- 
tion of some seventy pages, containing a history of the club, 
a resume of activities of the last year, and other matters. 





N. A. R. U. C. CONVENTION 


The forty-third annual convention of the National Associa- 
tion of Railroad and Utilities Commissioners, scheduled for 
Richmond, Va., October 20-23, will be held at the Jefferson 
Hotel, according to advice sent to members by Clyde S. Bailey, 
assistant general solicitor. Delegates are urged to time their 
arrival in Richmond not later than October 19 in order to take 
advantage of the invitation extended by the Virginia commis- 
sion to visit Yorktown, the scene of the Sequi-Centennial cele- 
bration, on that date, and to make hotel reservations early. 
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LESS CARLOAD FREIGHT TRANSPORTATION 






MANUFACTURING 
WAREHOUSING 
DISTRIBUTING 


Three Great Terminals Give 
Unsurpassed Facilities in the 


Port of New York 


More than 5,000,000 square feet of floor 
space. Modern buildings fully equipped. 






SERVICE 






P UNCTUALITY 





F rrICIENCY | 





Economical coverage of metropolitan market 
of nine and one-half million population, with 
efficient and speedy service. 





Economy 


Arteries of transportation to the buying 
centers of the world. 






Write for Booklet 
PENNSYLVANIA DOCK & WAREHOUSE CO., 


on the Pennsylvania Railroa 
JERSEY CITY, N. J. 


BAYWAY TERMINAL, on the Central Railroad of New Jersey, 
Bayway - - New Jersey 


BAYWAY TERMINAL, on the Pennsylvania Railroad, Elizabeth, N. J. 
Executive Offices: 25 Church Street, New York 


Depenpaaiuity 






AND 








A NATION WIDE SERVICE 





2] Ship by Water 
WILLIAMS LINE 


BALTIMORE — NORFOLK — CHARLESTON 


FAST DIRECT SERVICE 
TO 


San Diego, Los Angeles Harbor, 
San Francisco, Oakland, 
Seattle and Tacoma 







VIA 













The National Freight Co. 


JUDSON FREIGHT FORWARDING CO. 
G. W. SHELDON & CO. 













SAILING FROM 














STEAMER BALTIMORE] NORFOLK |CHARLESTON 
WILLKENO.........-- July 29 July 31 Aug. 3 “ul “ul 
WILLMOTO........ Aug. 11 Aug. 13 Aug. 16 N ON 
WILLBORO.......... Aug. 24 Aug. 26 Aug. 29 SHIP All AL 
is nsoscssws Sept. 6 Sept. 8 Sept. 11 (eR Se net ee ee Sa CR NNO 
esnenesnoe Sept. 19 Sept. 21 Sept. 24 











Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 


For rates, dates ef sailings and ether information apply te 


WILLIAMS STEAMSHIP CORPORATION 















Offices in All Principal Cities 

















8 Bridge Street, New York. Telephenes: Whitehall { 4-297 

BALTIMORE, - MD. PITTSBURGH, PA. NORFOLK, VA. 

109 East Redweod St. Oliver Bldg. Law Bldg. General Traffic Dept. 
Phene; PLAZA 7377 Phene; ATLANTIC 1432 Phone; NORFOLK 21265 







Pier 2 New York City 


CHARLESTON, 8. C. CINCINNATI, OHIO 





And at eur Branch Offices at perts ef call, etc. 
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of THE 


places: 


SINGLE COPIES 


TRAFFIC WORLD are on sale at the following 


CHICAGO —The Palmer House; Hotel Sherman; Transpor- 
tation Building; Traffic World, 418 South Market Street. 


WAS 


HINGTON —Treffic Service Corporation, Mills 


Building, 17th and Pennsylvania. 


NEW 


YORK—Finch’s News Agency, Woolworth Building. 


THE TRAFFIC WORLD may be read on the following 


trains: 
Great 


Northern Railroad—Empire Builder, Oriental Lim- 


ited and Winnipeg Limited. 





Warehousing 


Three blocks from Chicago's Loop, 
retail, jobbing and wholesale districts 


400,000 square feet of clean, light, airy space for offices and 


storage 


. Space and offices to rent. 


Facilities for immediate shipment of orders for distribution 
from stock. 


323 W 





Fast 
Dependable 
Freight 
Service 


to and from 
CHICAGO 


and points in 
ILLINOIS 
WISCONSIN 
MICHIGAN 
MINNESOTA 
IOWA 
NEBRASKA 
S. DAKOTA 
N.DAKOTA 
WYOMING 





WESTERN 
WAREHOUSING COMPANY 


E. H. Hagel, Supt. 
est Polk St. Chicago 


WHERE it’s wanted 
e®e*.e WHEN it’s 
wanted 


If there’s one thing more than any other 
that distinguishes “North Western” freight 
service, it is this: The unusual effort put 
forth to see that every shipment, no matter 
what its nature, reaches its destination 
when wanted. 


To maintain a service of such high 
efficiency we’ve spent millions in im- 
provements and developed a freight 
personnel that is second to none. You'll 
appreciate both. 


For full information ask any 
C.& N.W. Ry. Representative 


SHIP AND TRAVEL VIA 


N CHICAGO & Wy 1493 
ORT ESTERN 
Y 


“the best of everything in the best of the west? RAILWA 
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QUESTIONS AND ANSWERS 


(Continued from page 202) 
Proration—Concealed Loss and Damage Claims 


Florida.—Question: Will you kindly advise us as to the 
liability of a steamer line with respect to concealed loss or 
damage claims on shipments handled by steamer and motor 
carrier? 

We are handling considerable business received from the 
X Steamship Company through the port of Tampa, destined to 
points in this territory. We are operating under the super- 
vision of the Florida Railroad Commission, our rates filed with 
them, but we have no joint through rates in connection with 
the steamer lines, as our operations are not supervised by the 
Interstate Commerce Commission. These shipments are billed 
destination Tampa, in care of our line to ultimate destination. 

The X Steamship Company has declined to prorate con- 
cealed loss and damage claims with our line on account, as they 
claim, we are not a party to their tariff or their bill of lading. 
The bill of lading used by our line is also prescribed and 
adopted by the Florida Railroad Commission. 

Will you advise if the steamship company is legally liable 
for their portion of loss or damage concealed claims? 

Answer: While it is the practice of carrier members of 
the American Railway Association, Freight Claim Division, to 
prorate claims for concealed loss or damage, the prorating of 
the claims is, of course, a matter of agreement between the 
carriers members of the association and not a legal requirement. 
Therefore, in the absence of an agreement to prorate concealed 
loss and damage claims, the amount of the claims must be paid 
by the carrier responsible for the loss or damage. 

In the absence of a provision similar to what is known as 
the Carmack Amendment applicable to through movements 
by rail and truck or carriers by water and carriers by truck, the 
burden is upon the shipper or consignee to show, as a condition 
precedent to recovery, that the loss or damage occured while 
the goods were in possession of the carrier sued. 

In the absence of an agreement between a trucking carrier 
and a rail carrier or steamship line as to the prorating or 
concealed loss and damage claims, necessarily the payment of 
the full amount of the claim by one of the carriers must be 
followed by an action against the other carrier, supported by 
proof that the loss or damage occurred while in possession of 
that carrier, if recompense is to be had by the carrier paying 
the claim. 

It would appear that an arrangement between your company 
and the steamship line similar to that which exists between the 
members of the American Railway Association is the solution 
of your difficulty. 


Transfer Charges on L. C. L. Freight at Interchange Point 


Connecticut.—Question: We would appreciate a ruling or 
opinion as to the following problem. 

We have a commodity moving in L. C. L. lots on which 
there is no commodity rate applying from a point in the State 
of Pennsylvania to a destination in Maryland, moving over the 
lines of two railroads. There is only one physical connection 
and this junction is a non-agency station. From other points 
of origin and destination there are commodity rates in carload 
lots which route via this junction and have regular movement. 
The railroad company, in our case, is charging a transfer in 
addition to the combination rate which is applicable from a 
station the next more distant from the final destination, which 
is evidently intended to cover the handling of the traffic from 
the originating carrier to its connection where an agent is main- 
tained. 

Should the traffic be penalized for the economies of the 
railroad in maintaining a physical connection where there is 
no agent in attendance, and can you furnish any decisions of 
the Commission or the courts covering the point in question? If 
so, may we have reference to them? 

Answer: The assessment of a transfer charge on L. C. L. 
traffic and not on carload traffic for the transfer of freight 
between carriers at an interchange point is a common matter 
and unless, in the instant case, there is some valid reason as 
to why no transfer charge should be assessed or that the charge 
assessed is unreasonable in amount, We see no basis for com- 
plaint on your part. 

We do not see that the assessment of the charge at an 
interchange point at which there is no agent has any bearing on 
the case, if the transfer is actually made at that point, pre- 
sumably by a third party under contract with the carrier. 

If, however, the actual transfer is at a point located some 
distance from the point at which there is a physical connection 
between the carriers, and at which point there is an agent, it 
is possible that the Commission would hold that the shipper 
should not be required to pay the extra expense, if there is 








Ser 
















































July 25, 1931 The Traffic World PAGE 211 

DIRECTORY OF ATTORNEYS AT LAW PRACTICING | 

BEFORE THE INTERSTATE COMMERCE COMMISSION 
H. D. DRISCOLL JOHN C. FOSTER PAYSOFF TINKOFF 


ATTORNEY AT LAW 


Commerce Counsel ATTORNEY AT LAW —ARD— 
and Attorney Bote al CERTIFIED PUBLIC . ACCOUNTANT (ILL.) 
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Oklahoma Gity Office: Specializing in Interstate Commerce and —ARD— 
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Interstate Commerce Commission PRACTICE IN ALL COURTS Fermerly Assistant Ohief Examiner 
Transportation Bldg., Washington, D. C.| Liberty Central Trust Ce. Bldg., ST. LOUIS, MO. Interstate Commerce Commission 
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HENRY J. SAUNDERS | BISHOP & BAHLER T. D. GEOGHEGAN 


Incorporated Sept. 16, 1914 
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te Rates—Censelidatiens and Valuatiens E. W. HOLLINGSWORTH Commissions and Departments 
648 TRANSPORTATION BLDG. a Se 
ose roel Filth Street, Becramento, Calle TRANSPORTATION BUILDING 
WASHINGTON, D. 6. one Besndeey 1 Ofice: 369 Pine Bt WASHINGTON, D. 6. 
YOUR ANNOUNCEMENT |You can reach Traffic World) JEROME E. LANE 
ineer-Accountan ‘| 
a readers each week FEDERAL VALUATION OF RAILROADS 
issues will cost less than first class ae od use of ot gree = peorngttin nis 7 : 
ent in space a Y 
pose tin pti iyo expense of about one-fortieth of pe ey Ee, 
| a cent per subscriber, Registered pAvpratecie 2 Commission 





LEONARD’S GUIDE 
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QUAKER LINE 
DEPENDABLE SERVICE 


N._ Y¥.—Monthly 
. MASS, — Monthly 
Y.—Weekly 

PHILADE LPHIAS PA.—Weekly 


To Cristobal (Canal Zone), San Diego, a 
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Merchandise wot teseen warehouse 
Storage aL W WARES BHOU 


os Angeles, San Francisco, 
Oakland, ortland, Seattle, Tacoma. 


For Rates and Other Particulars Apply 


QUAKER LINE 


PHILADELPHIA: ee Bourse BUFFALO: McKinley Bidg. 

BOSTON: 33 Broa et gt a 7 S. LaSalle Street 
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such, of moving the goods to the point of actual interchange, 
merely to save the carrier the expense of maintaining an agent 
at the non-agency station. We can locate no decision covering 
such a situation. 


DOCKET OF THE COMMISSION 


-_ 27—-Washington, D. C.—Examiners Hays and Borroughs: 
inance No. 3733—Excess income of Ft. Worth Belt Ry. 
July 27—Washington, D. C.—Examiners Quimby and Warren: 
Finance No. 8552—Excess income of Pittsburg & Shawmut R. R. 
July 28—Chicago, Ill.—Examiner Boat: 
Fourth Section Application No. 14228—Filed by Boyd and Leland. 
ror | 28—Washington, D. C.—Examiners Kephart and Beasley: 
inance No. 4648—Excess income of Tuskegee R. R. 


sa | 29—Washington, D. C.—Examiner Marchand: 
inance No. 3602—Excess income of Ala. & N. W. R. R. 


July 29—Washington, D. C.—Examiner Dubois: 
Finance No. 4159—Excess income of Mount Hope Mineral R. R. 


July 29—Philadelphia, Pa.—Director Bartel: 


* 22455—In the matter of reciprocity in purchasing and routing. (This 
hearing will be devoted principally to matters involving Pa. R. R.) 
(Matters involving principally the P. & R. Ry. Co. will begin 


July 3U, same place and director. 


July 29—Atlanta, Ga.—Examiner Rogers: 

24049—A. Johnston, Grand Chief Engineer of the Brotherhood of 
Locomotive Engineers, and D. D. Robertson, President of the 
Brotherhood of Locomotive Firemen and Enginemen, vs. A. T. & 
S. F. Ry., et al. 

24050—A. Johnston, Grand Chief Engineer of the Brotherhood of 
Locomotive Engineers, and D. D. Robertson, President of the 
Brotherhood of Locomotive Firemen and Enginmen, vs. A. C. L. 
R. R. et al. (Adjourned hearing.) 











DEPENDABLE COLD STORAGE 


Ship your CARS to us for Storage and Distribution. 
Exceptional Rail Connections. 


25 Years of Satisfactory Service. 


CHICAGO COLD STORAGE WAREHOUSE Co. 
1526 So. State St. Chicago, Ill. 


We Bind The Traffic World 
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Prompt Service and Quality Work Guaranteed 
We Also Bind All Kinds of Publications 
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ae 30—Washington, D,. C.—Examiners Fowler and Norpel: 
inance No. 3770—Excess income of Interstate R. R. 
July 30—Washington, D. C.—Examiner Disque: 
I. ¥ S. 3608—Bananas and cocoanuts from Gulf ports to Casper, 
yo. 
August 6—Chicago, Ill.—Examiner Rogers: 

24049—A. Johnston, Grand Chief ngineer of the Brotherhood of 
Locomotive Engineers, and D. D. Robertson, President of the 
Brotherhood of Locomotive Firemen and Enginemen, vs. A. T. & 
S. F. Ry. et al. 

24050—A. Johnston, Grand Chief Engineer of the Brotherhood of 
Locomotive Engineers, and D. D. Robertson, President of the 
Brotherhood of Locomotive Firemen and Enginemen, vs. A. C. L. 
R. R. et al. (Adjourned hearing.) 


August 7—Richmond, Va.—Va. State Commission: 
Finance No. 8754—Application A. C. L. for authority to abandon 
line in Dinwiddie county, Va. 


August 10—Washington, D. C.—Before the Commission: 
Ex Parte 103—In the matter of increases in rates and charges. 


“—o 11—Yreka, Calif.—Railroad Commission of State of California: 
Finance No. 7780—Application Yreka R. R. for authority to construct 
an extension of its railroad in Siskiyou county, Calif. 
Finance No. 7775—Application Yreka R. R. for authority to issue 
capital stock (further hearing). 


August 17—San Francisco, Calif.—Before the Commission: 

* Ex Parte 103—In the matter of increases in rates and charges. 
(Later hearings, some of which will be held concurrently, are to 
be had at Portland, Ore.; in New England; Kansas City, Mo.; 
Dallas, Tex.; Salt Lake City, Utah; and Atlanta, Ga., the dates 
to be announced later.) 


August 19—Salt Lake City, Utah—Examiner Rogers: 

24049—A. Johnston, Grand Chief Engineer of the Brotherhood of 
Locomotive Engineers, and D. D. Robertson, President of the 
ee  § Locomotive Firemen and Enginemen, vs. A & 
5S. F. Ry. et al. 


EXCESS INCOME REPORTS 
In the summary of the proposed report in Finance No. 3927, 
excess income of Shreveport, Houston & Gulf Railroad Co., in 
The Traffic World of July 18, p. 133, the report was erroneously 
credited to Examiner Mattingly. Examiner M. H. Brinkley is 
the author of the report. 


NEW SLEEPING CAR SERVICE 


Effective Sunday, July 26, the Southern Pacific will inaugu- 
rate, in connection with the Texas & Pacific and the Missouri 
Pacific, the first through sleeping car line between Fort Worth, 
Tex., and Asheville, N. C., via Memphis and Chattanooga, thus 
affording through sleeping car service from Texas cities to 
the summer resort section of western North Carolina, and from 
North Carolina and Tennessee cities through to Texas. This 
will be a ten-section observation car. Eastbound these cars 
will leave Fort Worth on the Texas & Pacific No. 2 at 4:45 
p. m., and arrive at Asheville on the Southern Railway No. 28 
at 10:25 a. m.; returning, leave Asheville on the Southern No. 
27 at 6:40 p. m., E. T., and arrive at Fort Worth on the Texas 
& Pacific No. 3 at 8:40 a. m. 





MOTOR FREIGHT EXPRESS 


Fast Service between Chicago, Evansville and 
Louisville and Intermediate Towns. 
Pickup and store-door delivery in Chicago, Evansville and Louisville. 
Out of Chicago in the evening—in Evansville the following morning. 
Rail rates apply; full insurance protection. Dependable, fast, safe 
freight service. 
Service in connection with National Freight Co. 


HANCOCK TRUCK LINE, Evansville, Ind. 


Terminals: Chicago Evansville Louisville 
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LOOP LOCATION 


Candy Stored All Year 


ye TERMINAL te, 
WAREH SES 


519 W. Roosevelt Road 


Illinois 


FIRE PROOF 


Seven city blocks of ground floor with office and warehouse space in individual units. Your Chicago branch 
can be properly housed with us. No cartage charges for deliveries to carriers on reshipments—I unnel 


station in our warehouse. 


Trackage 


Complete Service 
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Just pull out the proper drawer of 
your Automatic Tariff File, the front 
tilts forward, the follow block tilts 
back (automatically), giving you 9 
inches of working space. Find the de- 
sired tariff by index, part the contents 
and lift it out. 


No waste motion or lost time muddling 
through flat files or binders. No tug- 
ging or guessing at the right tariff 
wedged in ordinary obsolete letter 
files; when the contents part the full’ 
face of the tariff can be read. 


The reference completed, slip the tariff 
back—the place is ready—it slides in 
easily. Closing the drawer straightens 
up the front and follow block, com- 
pressing the contents, keeping 
them in perfect condition without 
buckling or sagging. 

Every traffic man needs this file. 


AUTOMATIC 
FILE & INDEX CO. 
General Sales Offices 
900 Butler Building 


427 W. Randolph Street 
Chicago, II. 














Factory 
Green Bay, 
Wis. 















TWS8-1-Gray 
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PHILADELPHIA 
TIDEWATER 


TERMINALS 
G. M. RICHARDSON 
General Manager and Treasurer 
10 CHESTNUT STREET 
PHILADELPHIA, PA. 


GREATER DISPATCH | 


AT SMALL COST | 
FOR SHIPPERS &- DISTRI BUTORS 


'"8! These great deep-water terminals 
offer facilities to the merchant ma- 
rine, shippers and consignees of 
export and import cargoes never be- 
fore available in this country. Mod- 
ern buildings, equipped with the 
most up-to-date machinery for the 
handling of bulk and packaged car- 








Mili tins is 








2 ATLANTIC TIDEWATER TERMINALS goes, offer the utmost in safety and NORFOLK TIDEWATER TERMINALS 
eorge reen, Vice-President and General Manager : ° bs ine A. Moore, Manager 
pg ola my Ai security with the lowest possible in aoe we 


surance rates. Centralized adminis- ee —| 
mea" ee | tration, under a management special- [7 
' _| izing in terminal and warehouse op- | 
erations, provides a uniform high | 
standard of service to all patrons. 
There is direct rail transfer except 
in New York, where the terminal is 
located within the free lighterage 
limits. 





KEYSTONE WAREHOUSE COMPANY MERCHANTS WAREHOUSE oe 
Malcolm A. Buckey, Assistant Treasurer 


W. J. Bishop, General Superintendent 
RICHARD D. JONES, Western Traffic Manager * c 
Seneca and Hamburg Streets, Buffalo, N. Y. 1646 Traneportation Building 10 Chestnut Street, Philadelphia, Pa. 


am ome Chicago, Ill 
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Re W.B.MOCKINNEY Secretary & Treasurer 
= BROAD STREET STATION agian caine 
Bol rn iin, -N PHILADELPHIA, 
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How many times have you said, “Give this ship- 
ry a : ment special handling?” How many times did you 
Gi n e get it? When you route your freight “Care of Soo 
* Line,” you have our positive guarantee that your 
with Ca re shipment will receive the care it requires. 
I Whether you ship a crate or a carload, you may 
| be sure that we will make it a personal obligation 
to see that it reaches its destination in perfect 
condition. 


“Handle With Care” means what it says via the 
Soo Line. 
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YOUR MAIN FACTORY 
~or one of your branches 


With your plant location along the lines of the Montour Railroad, in the 
center of the world's greatest iron, steel and coal industries, you get the 
money-saving advantages of a short haul freight rate on raw materials, 
which form the heaviest tonnage . . . you get a direct transportation service 
on your finished materials that has made the Montour Railroad famous in 
the Pittsburgh District . . . and what is more important, your product does 
not have to travel far to find a market. 


Here in the Pittsburgh District alone is a primary market of 2,500,000 
prosperous people . . . while within a 300-mile radius is 14,000,000 
people . . . the greatest consuming market in the country. 





Yet with all these advantages, the cost of such a site is surprisingly reasonable 
as offered by this railroad, because the advantages gained are mutual. 
Ask us to acquaint you with the detailed facts. 





PITTSBURGH 
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= we bring the Bananas 


Refrigerator compart- 
ment on McCormick 
Ship to keep perish- 
able shipments in 
first class condition. 


e— Pacific-West Indies 


service and McCormick Pacific- 
Argentine-Brazil Line are equipped 
with refrigeration facilities to insure 
the safe arrival of fruits and other 
perishables. When you ship via 
McCormick, you secure the last word 
in handling and stowage service as 
well as the benefit of every modern 
device for the safe transportation of 
your cargo. These four routes offer you 
unusual facilities on your shipments: 


Pacific-West Indies U. S. Intercoastal 


-McG ick : i 
(Munson-McCormick) Pacific-Argentine- 


Pacific Coastwise Brazil Line 
U. S. Mail Steamers McCormick Ships and McCormick Terminals use 
padded box slings for perishable commodities. 


Eliminate Worry... Ship via McCormick 


Oakland Portland 


Los Angeles Meg Cor SteamshipCompany = =" 


San Diego Tacoma 
215 Market St. 
Vancouver, B.C. San Francisco Astoria 
DOuglas 2561 
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Carrying more than 
3,000,000 feet of lum- 
ber (the greatest sin- 
gle rail shipment of 
lumber in_ history) 
from the forests of 
Humboldt, Mendocino 
and Del Norte coun- 
ties in California, 
“The Redwood Em- 
pire Special,’’ broad- 
casted a ‘‘prosperity 
message,”’ to the na- 
tion. 


Nevada Mountains in a single train over 100 car- 
loads of California Redwood. The train contained 
more than three million feet of Redwood lumber. 


It was handled from the Redwood Empire to 
Ogden on schedule time, and without any inter- 


OUTHERN PACIFIC recently handled over the Sierra 


ruption to regular business. 


We are prepared to handle your business, from 
a small package to a trainload in the same efficient 
manner in which this giant ‘‘Redwood Special’’ was 


handled. 
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The Giant ‘‘Redwood Special’’ 






is one of 
be > the 

—4* ow 
ae A. World’s 
—* Great 
Transportation 
Systems 


ste 


| Southern Pacific 





=> 


Operating both rail 
and water lines, it is 
the only complete 
transportation sys- 
tem crossing the 
continent. It offers 
four great routes for 
transcontinental pas- 
senger and freight 
service with an inti- 
mate network of 
feeder and scenic 
lines over the Far 
West and Southwest, 
and into western 
Mexico. 
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You are cordially invited to use the facilities of our entire organization in any 
way we can serve you. — communicate with our representative nearest to you. 


Atlanta.. .Healey Bldg. Detroit. 

Baltimore... 209 Morris Bldg. Havana.. 
Birmingham... _502 Protective Life Bldg. Indianapolis. . 
Boston.. .Old South Bldg. Kansas City 

Buffalo .. ‘Ellicott Square Bldg. Louisville........... 
Cincinnati... .Dixie Terminal Memphis.......... 
Chicago—Freight Dept... ‘Southern Pacific Bldg. Minneapolis....... 
ae PRS: 33 W. Jackson Mexico City........ 
Cleveland.. ; . ._Hippodrome Bldg. Monterrey.... 


becdnatce vaunnauna Boston Bldg. 





| Ave. Cinco de 





New York City—Frt.-Pass.. 


Majestic Bldg. Uptown Pass. eens do vel ees Ave. at 44th St. 


PiY ; (antes Obispo) 46 Oklahoma City .. ian Perrine Bldg. 
.Merchants Bank Bldg. NS 5 5 asd, id baie bee aoe Packard og 

.. Railway Exchange Bldg. Pittsburgh. . Jd caiewara ie eas .Park B —_ 
.Fourth & Walnut Sts. Salt Lake City... (iene ates cksaetanee “41 S. Main St. 
.Exchange Bldg. Seattle.. ES er .1405 Fourth Ave. 

"" Metropolitan Life Bldg. St. Louis.. salar tare esecaedl .. Carleton Bldg. 

Mayo, No.7 Vancouver,  Neeaenipetapetatess 1585 Granville St. 

.Edificio Langstroth Wreememgene, BD. ©... ccoscsces Shoreham Bldg. 

165 Broadway Winston-Salem, N.C........ 613 Reynolds Bldg. 
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